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One of the New York 
Central’s Four New 


OTIS 
Inclined 9 
Elevators 


The New York Central R. R. has just 
placed four Otis Inclined Elevators on 
their Docks at Weehawken, N. J., to facili- 
tate the unloading of barges for shipments 
to the West. 


The illustration shows one of the machimes in operation at a six-foot 
rise in its twenty-one feet of travel—a steepness of ascent that would 
make trucking practically impossible without the aid of these machines. 
The installation of four machines at one time can only be interpreted 
to mean that the New York Central regards the Otis Inclined Elevator 
as an essential in modern dock equipment and as a worth-while saving. 





The importance of the endorsement represented in this installation 
should not be lost on any transportation system with freight docks or 
terminals. 


Catalog upon request. 


Otis Elevator Company 


Eleventh Avenue and Twenty-sixth Street, NEW YORK 
600 West Jackson Boulevard, CHICAGO 
Offices in All Principal Cities of the World 
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SUPPLEMENTAL DIGEST OF DECISIONS | 


Under the Interstate Commerce Act 
By HERBERT C. LUST 


Supplemental to the original Lust & Merriam Digest. Brings you down to date. 













We will pay cash or royalty for manuscripts on traffic subjects. 


THE TRAFFIC LAW BOOK COMPANY . 846 Otis Building, CHICAGO, ILL. 

















Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 








The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th» several states. The most complete and convenient compil- 
ation of these laws is contained in the book here illus- 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Less Than aDozen Copies Left 


An Indispensable 
Reference Work. 







ie 







The demand for this book has been so extensive 
that only a comparatively small number remain and in 
a few weeks copies can no longer be obtained. This 
represents the last opportunity to get one of these dar- 
able volumes of the Digest of Federal and State Court 
Decisions, the Interstate Commerce Laws and the. Laws 
of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com- 
plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 
complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op 
portunity will soon pass. 

Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street, Chicago 
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WELLS FARGO’S NEW OFFICE IN PARIS. 
Looking down Rue Scribe, the Grand Opera in the background. 


An Excellent Location in Paris 


Wells Fargo & Company Express has secured for its Paris 
headquarters the conveniently located offices formerly occupied 
by the United States Express Company, in the Grand Hotel, 4 Rue 
Scribe. 

This situation, in the very heart of Paris, is of distinct advan- 
tage to Wells Fargo’s American patrons stopping at the gay French 
capital. It is within a few steps of the Grand Opera House and 
all the famous shops of the Rue la Paix, Avenue de |’Opera, Grand 
Boulevard, the Rue de Rivoli and other, attractions ‘to visitors. 

At the Wells Fargo office you will receive courtesy and service 
from an able, English-speaking staff of men. You can have your 
Wells Fargo Travelers Checks cashed, your baggage stored, or 
your itinerary planned for further travel. 

Our new Paris office, conveniently located, stands ready to 
render you a personal service when you come to Europe. 


Write for a circular of our new London and Paris offices. 


Travelers’ Check Dept. 
51 Broadway, New York 


Wells Fargo & Company Express 
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JUST A MINUTE. 

It will take just a minute to glance at the adver- 
tisements carried in The Traffic World, and then, 
if you are interested in something you see there, 
and the chances are that you will be, to drop a 
line to the advertiser asking for more detailed in- 
formation. 

It is our aim to carry only the class of advertise- 
ments that will have a special appeal to Traffic 
World readers, and it will aid you, aid the ad- 
vertiser and aid us, if, when you do write to one of 
our advertising friends, you tell him where you 
saw his “ad.” 

PANAMA CANAL AND SHIPPING’ 
EFFICIENCY. 

The opening of the Panama Canal will in more 
ways than one affect the railroad traffic of this 
country. One of these ways is pointed out in an 
article by Theodore P. Shonts, formerly chairman 
of the Panama Canal Commission, now president 
of the Interborough Rapid Transit Company of 
New York. With the opening of the canal, he says, 
the necessity for transhipment of articles such as 
canned goods, dried fruits, lumber and other prod- 
ucts that now move by way of the isthmuses of 
vanama and Tehuantepec from the west caast of 
the United States to European ports, itl >Pclim- 
nated and this class of traffic will therefore be large- 
y increased. This leads him to remark on what 
le calls the disinclination of American manufac- 
‘turers to adapt their packages to export conditions, 
nd to point out that the principal obstacle to the 
‘evelopment of Pan-American business is that ship- 
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pers in the United States do not forward their 
goods in containers strong enough to withstand 
rehandling at points of transhipment. He remarks 
that the American shipper has a great deal to learn 
about the sale of merchandise and its handling 
for shipment. 

In so far as the Panama Canal will make it unnec- 
essary for the American shipper to learn the thing 
that Mr. Shonts declares-him guilty of not knowing, 
it will perhaps be a bad thing from an educational 
point of view, as removing a necessity and an in- 
ducement for, the development of the mercantile 
and shipping mind in America. But if, in removing 
that inducement, it also removes the condition that 
would make the development of mind of value, has 
not an economic service been performed? We can 
scarcely believe that the progressive business men 
in this country have been excluded from any con- 
siderable portion of Pan-American trade because 
of their inability or unwillingness to pack their 
products properly, but if this be the fact and if the 
Panama Canal will in any degree cure the evils 
that have resulted to American trade from this stu- 
pidity or carelessness, it will be a welcome improve- 
ment. Meanwhile it might be well for our exporters 
to inquire whether there is any virtue in the criti- 
cism made by Mr. Shonts. If so, it might be well to 
correct the fault, even if we are to have a Panama 
Canal. 


SPECULATION, WISE AND OTHERWISE. 

Perhaps no other organization, not even Congress, 
has been the subject of so much guesswork as has 
the Interstate Commerce Commission since the 
eastern advance rate case was opened last No- 
vember. Rumors of all kinds and sizes have evolved 
from this case, and some, it would seem, show that 
the wish was the father of the thought. Others 
merely went to fill newspaper space. Some news- 
papers have not been averse to publishing material 
which they at least ought to know was without 
merit, because it voiced views in agreement with 
the papers’ policy. And part of the press has been 
severe in reprimanding, with fine smugness, the 
Commission for not finishing the case and allowing 
the wheels of industry to quicken. 

It is patent to all who have given attention to 
the case that no one knows whether the decision 
will be in favor of an entire grant of the railroads’ 
request, a partial grant or an entire denial. Even 
the Commission does not know. It would be sad if 
it did know at this time. So it would be well for 
the traffic world at least to discount, as probably 
it does, the hazards and guesses that appear in print 
from time to time. The only thing known definite- 
ly as to the time of the decision is the information 
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given out some time ago by Chairman Harlan that 
the Commission saw no reason why a decision 
could not be rendered before summer recess. It 
cannot be said, however, when summer recess will 
begin this year, 

In view of this speculation, which is not fair be- 
cause it is not founded on a sound basis, the state- 
ment given out recently by Commissioner Clark, 
resenting criticism of the Commission for its “de- 
lay” and carrying the inference that the Commis- 
sion is not going to be stampeded into tindue haste 
should have a salutary effect. Mr. Clark made it 
plain that the Commission has, with slight interrup- 
tion, devoted its time continuously to the advance 


rate case. 





THE DEVIL AND THE DEEP SEA. 

As good an example as might be produced of the 
position “between the devil and the deep blue sea” 
is that of the steel workers. The Interstate Com- 
merce Commission has been told that if the rail- 
roads are permitted to increase their freight rates 
five per cent the steel companies would have to 
reduce wages in order to pay the cost of shipping 

On the other hand, a decrease of 
steel workers is being predicted if the 


their product. 
wages for the 
rate advance is not granted, because the railroads 
will not buy steel rails freely until they get what 
they ask. We should like to know what the steel 
workers themselves think about it and if they have 
any idea “where they get off.” 
NEW DECISIONS 





THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado Building, Washington, D. C. 

The Commission holds, in case No. 5912, Lombard 
Brick and Tile Co. et al. vs. Chicago & Northwestern 
Railway Co. et al., following the case of Hammerschmidt 
& Franzen Co. against the same defendants, that the 
Gefandants’ rates for the through transportation of coal 
and coke from points east of the Illinois-Indiana state 
line to Lombard, Glen Ellyn, Wheaton and West Chicago, 
Ill., are unduly prejudicial to those points and unduly 
preferential to Chicago and Proviso, Ill. Following the 
former case, no reparation is awarded, but the defendants 
are left to make readjustment along the lines suggested 
in the other case on condition that the rates found rea- 


sonable and non-discriminatory be established within 60 
days. 
In I. and S. No. 256, in the matter of Chattanooga 


log rates the Commission finds the rates on logs which 
would have been made effective by the tariff under sus- 
pension are unreasonable, but the respondent, the Ala- 
bama Great Southern Railroad Co., is permitted to sub- 
stitute for them a scale proposed at the hearing. The 
Commission finds that shippers have no such vested in- 
terest in a rate by reason of contract or by reason of 
investments made under existing rate, that this fact 
standing alone would preclude the raising of a rate if it 
were found unreasonably low. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob. 
lems—and the Good Work 
They Have Done 


F. A. Leland of St. Louis, chairman of the So 
western Tariff Committee, was born July 24, 1870. He 
was graduated from high school at Marysville, Kan., and 
entered the railway service in 1887 as clerk to the com 
mercial agent of the St. Louis Southwestern Railway at 

























































F. A. LELAND. 





private secretary to thé 
private 


St. Louis. After that he was 
traffic manager of the same road at St. Louis; 
secretary to the traffic manager of the Queen & Crescent 
Route at Cincinnati; private secretary to the traffic man 
ager of the Missouri, Kansas & Texas at St. Louis; chie! 
clerk of the traffic department at the same place; assist- 
ant general freight agent at Kansas City, and becam: 
assistant general freight agent of the same road in St 
Louis in 1901. 











GRAND JURY WANTS TO KNOW. 


Although neo freight tariffs have yet been filed 
the new Buckhannon & Northern Railroad, the Monong 
hela County grand jury at Morgantown, Pa., has reco! 
mended that the prosecuting attorney investigate t 
charges it is “reported” will be made for hauling co 
from Monongahela and Marion county to the Lake. M: 
gantown has heard that Greene County is to be favor: 
over the West Virginia fields, and wants to know wh 
The grand jury also wants to know why the railro: 
isn’t being operated. The matter will be taken up wi! 
tne public service commission of West Virginia. 
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CURRENT TOPICS IN WASHINGTON 


Express C Company Figures.—The 
first abstract of reports as to the re- 
sults of operations of the principal 
express companies for the last six 
months of 1913, made public the early 
part of the week, suggests to one who 
uses the express service the question 
as to whether he thinks the govern- 
ment could or would furnish better 
service than that which is now being 
furnished by the express companies. 

That is the practical side of the matter. The big diminu- 
tion of net earnings during the last six months of the 
preceding year suggests that unless the express com- 
panies are able to find economies not now suspected, the 
time is not far off when all the express business will 
have to be done by means of parcel post. The average 
user of the express service thinks it is more expensive 
than that furnished by the government as part of the 
postal service. But the average user forgets that when 
he asks for a receipt for his goods, the postoffice de- 
partment makes him pay for it, by calling the fee exacted 
insurance. The express companies insure the safe de- 
livery of everything they accept, without the exaction 
of any additional fee. The express companies cannot 
get rid of their responsibilities as common carriers. They 
must give receipts and they must pay for lost or damaged 
articles. The government gives no receipt and makes 
good on losses or damaged goods only when specifically 
paid for such service and risk. But, aside from that, 
arises the query as to how long capital will remain in 
a business which shows such a fall in net income as 
exhibited in the first summary of express company op- 
erations. 


Street Railway Operation.—Government ownership of 
street railways is cited more often than anything else 
to support the advocacy of government ownership of 
steam railroads. The fact that the operation of a street 
railroad is one of the simplest of human tasks is gen- 
erally overlooked. When the operating official is backed 
with the taxing power his simple task is more simple 
than ever. An additional dip into the public treasury 
covers the results of any errors that may be made. 
Peter Witt, a city official in Cleveland, is a frank citizen. 
In a talk with the writer he remarked that when the 
receipts from the ordinary sources are not enough he 
imposes a charge for transfers. That is to say, the man 
who pays a cent for his transfer doesn’t get it back 
when he surrenders the transfer. When ordinary receipts 
are great enough, he gets back his penny. That is the 
use of the taxing power in its crudest form. The man 
who has to use two lines for going half a mile pays 33 
per cent more than the one who uses only a single line 
in traveling ten or twelve miles. There is no competi- 
on of any kind, cross-country or otherwise. Witt says 
that operating a street railroad is so simple that he 
wonders how any man ever persuaded a board of di- 
rectors to pay a big salary for work of that kind. The 
rule is that if not enough people travel on the three-cent 
fare to keep up the finances, charge those who use two 
lines a four-cent fare. Also charge the man who has 
hot taree pennies five cents. In that way. the revenues 
may be enough. If not, then call on the treasury to 
contribute, 
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Telephones in England.—The comparative simplicity 
of telephone and telegraph operation in England is also 
cited in support of the demand that the politicians shall 
be put in control of the natural monopolies. In England 
the telegraph service is believed to be better than in 
this country. The minimum charge for a ten-word mes- 
sage is eight cents less than in this country. It is 
usually said to be less than half, but that arises from 
the fact that a twelve-word message is sent for sixpense. 
But that includes neither address nor signature, while 
a ten-word message in this country includes both address 
and signature. A twelve-word message in England means 
six words of address and signature and six words of 
talk, so, considering the relative value of money in the 
two countries, the British service is fully as expensive 
as in this country on the minimum message. But no 
man who has ever used a British telephone in its own 
home, that is, right in England itself, after having been 
accustomed to American instruments and service, would 
say that the British is worth more than half it costs. 
In the British colonies American ideas have been intro- 
duced with American instruments. There the service is 
not so poor as at home. But even in the colonies instru- 
ments are expected to last forever and the subscriber 
who breaks any part of the instrument pays for the 
repairs. If American companies were able to keep down 
their maintenance accounts in that way, some reductions 
might be made without seriously affecting the revenues 
of the companies. 


Government Ownership.—No American who has ever 
traveled extensively has anything good to say for state- 
owned and operated trains, in comparison with American 
passenger trains. As to the freight service, an American 
shipper would go crazy in a month trying to conform to 
the red tape and poor service which is the rule in Europe. 
Comparisons of rates and service are of no practical 
value because, except on export stuff, most of the rates 
are on a mileage basis, and a haul of 500 miles is as 
wonderful as the voyages of Marco Polo. It is all short 
distance, local traffic. American roads are not noted for 
low short-distance rates. American industry is organized 
on the long-haul idea. Probably that is a wasteful way 
of doing business, but everything is organized in that 
way, hence the foolishness of attempted comparisons. 
War, canal tolls and the tariff law’s results, fortunately 
for the country, are occupying the attention of Congress 
to the exclusion of everything else, so that there is little 
or no discussion of the bills backed by Postmaster-general 
Burleson, or of those introduced by Senator Lewis and 
others, looking to the “nationalization” of railroads, tele- 
graphs and telephones. The average shipper, who “raises 
a fog” on account of laxness on the part of some railroad 
official or employe, ought to be forced, once in his life, to 
try to do business with a government official in the 
matter of selling supplies. Then he would be forever 
cured of any idea he might have that it might be well 
to have government ownership. On account of the utter 
impracticability of government officials in such dealings 
the wise contractor always charges the government from 
ten to twenty-five per cent more than he would be willing 
to take in dealing in like quantities with the ordinary 
buyer. That’s the answer men of experience make to 
government ownership suggestions. A. E. H. 


John D. Carter is appointed commercial agent, freight 
department of the Atchison, Topeka & Santa Fe Railway 
Co. at Detroit, vice C. J. Kendall, assigned other duties. - 














Photograph Copyright, Harris and Ewing. Washington 


Decisions of Interstate Commerce Commission 


RATES ON LUMBER AND LOGS 


CASE NO. 6127 (30 I. C. C., 40-44) 
METROPOLIS COMMERCIAL CLUB VS. ILLINOIS CEN- 
TRAL RAILROAD CO. ET AL. 


Submitted Feb. 7, 1914. Decided April 6, 1914. 

1. The maintenance of higher rates on lumber and logs from 
equidistant points in the states of Tennessee, Alabama, Mis- 
sippi, Louisiana and that part of the state of Arkansas ly- 
ing on and south of the line of the Chicago, Rock Island & 
Pacific Ry., Memphis, Tenn., to Little Rock, Ark., to Me- 
tropolis, Ill, than are contemporaneously maintained to 
Cairo, Ill, held to subject Metropolis and shippers and 
manufacturers at that point to undue prejudice and dis- 
advantage. fie 

2. From points in the territory described east of the Mississippi 

River, the rates to Metropolis should not exceed those to 

Cairo; while from points west of the Mississippi River the 

rates to Metropolis should not exceed by more than one 

cent per 100 pounds the rates to Cairo. 

8. The charges of the Illinois Central R. R. Co. from Paducah, 

Ky., to Metropolis, Ill, applied as parts of the through 

charges for through transportation from producing points of 

logs to be milled in transit at Metropolis, should not exceed 
the charges for similar transportation from East Cairo, Ky., 
to Cairo, Ill., of logs to be milled at Cairo. 

Hines & Norman, by J. V. Norman, for complainant. 

R. Walton Moore and Charles J. Rixey, Jr., for Illinois 

Central Railroad Co.; Yazoo & Mississippi Valley Railroad 

Co.; Alabama & Vicksburg Railway Co.; Alabama Great 

Southern Railroad Co.; Atlanta & West Point Railroad 

Co.; Atlantic Coast Line Railroad Co.; Birmingham & 

Southeastern Railway Co.; Central of Georgia Railway 

Co.; Gulf & Ship Island Railroad Co.; Mobile & Ohio 

Railroad Co.; Nashville, Chattanooga & St. Louis Railway; 

New Orleans & Northeastern Railroad Co.; New Orleans, 

Mobile & Chicago Railroad Co.; Seaboard Air Line Rail- 

way; Southern Railway Co.; Southern Railway Co. in 

Mississippi; Tuskegee Railroad Co.; Vicksburg, Shreve- 

port & Pacific Railway Co.; Western & Atlantic Railroad, 

and Western Railway of Alabama. 
R. D. Coleman for St. Louis Southwestern Railway Co. 
G. B. Auburtin for New Orleans Great Northern Rail- 
road Co. 


Report of the Commission 
CLARK, Commissioner: 

This complaint, brought by the Metropolis Commer- 
cial Club, a voluntary commercial organization of Metrop- 
olis, Il., alleges that defendants’ rates for the transporta- 
tion of logs, lumber and articles taking the lumber rates, 
from points in the states of Tennessee, Alabama, Mis- 
sissippi, Louisiana, and that part of the state of Arkansas 
lying on and south of the line of the Chicago, Rock Island 
& Pacific Railway, Memphis, Tenn., to Little Rock, Ark., 
are unreasonable, unjustly discriminatory against Metropo- 
lis, and unduly preferential to Cairo, Ill. It is also alleged 
that the Illinois Central Railroad’s milling-in-transit rates 
on logs to Metropolis are unreasonable, unjustly discrimi- 
natory against Metropolis, and unduly preferential to 
Cairo. 

Metropolis is located north of the Ohio River, about 
12 miles west of Paducah, Ky., and 6 miles by rail from 


Brookport, Ill. Traffic from Paducah to Metropolis is 
transported by car ferry across the Ohio River to Brook- 
port, thence by rail. In respect of the geographical |loca- 
tion and the extra ferry and rail service to Metropolis 
as compared with Paducah, and in that there is an attack 
upon the milling-in-transit log rates of the Illinois Centra] 
Railroad, the instant case differs from Paducah Board 
of Trade vs. I. C. R. R. Co., 29 I. C. C., 583 [The Traffic 
World, March 21, 1914, p. 579], otherwise the cases are 
closely related, the instant case dealing with the same 
rate structure, involving substantially the same territory 
of origin, being bottomed upon the same facts and raising 
the same issues considered and passed upon in the Padu- 
cah case, supra. It is true that in the latter case log 
rate were not discussed. With few exceptions, however 
the flat rates on logs and on lumber from this general 
territory of origin are the same, and there is here no 
attempt to differentiate between the two. The instant 
case also brings in issue rates from points in Alabama 
and Tennessee not considered in the Paducah case, but 
as these were not stressed, but merely touched upon in 
most general terms, it may be fairly assumed that except 
for the somewhat greater hauls they are subject to the 
same conditions which affect the construction and appli- 
cation of rates from other points in the territory of origin 
east of the Mississippi River. 


The services performed in the transportation of logs 
and lumber from Paducah across the river to Brookport, 
thence to Metropolis, cannot be treated as independent 
or separate services, but must be considered in their 
integral relation to the through hauls. As to the traffic 
under discussion, where through rates are published they 
are the same to Paducah, Brookport and Metropolis, the 
expense of crossing the river and the rail transportation 
to Metropolis not being reflected in any addition to the 
rate to Paducah; and this is true as to traffic from points 
east of the Mississippi River and north of the line of 
the Alabama & Vicksburg Railway, where the rates are 
the same to Metropolis as to Cairo. 


In the Paducah case, supra, it was shown that the 
bridge tolls or crossing charges on lumber were, in cents 
per 100 pounds from East Cairo to Cairo and from Padu- 
cah to Brookport, local 3, through 2. In connection with 
the milling-in-transit rates on logs, hereinafter discussed, 
the Illinois Central charges from its stations to both 
Brookport and Metropolis an arbitrary of 2 cents pe! 
100 pounds over the rates to Paducah, and here agail 
the carrier has evidently ignored the 6-mile rail haul, 
Brookport to Metropolis, the aim being, as_ stated of 
record, to put the manufacturers on the north bank 0! 


the Ohio River more nearly on a parity with those on (tie 


south bank. 
The tariffs on file’ with the Commission show t)3! 
the outbound rates on lumber from Cairo, Brookport 
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\ietropolis to such points as St. Louis, Chicago, Indianap- 
‘is and Cincinnati are the same, while the rates from 
padueah are 2 cents per 100 pounds higher. We stated in 
the Paducah case, supra, at page 588: 


Defendants objected to the introduction of testimony bear- 
ng upon the rate adjustment outbound from Paducah and Cairo 
Central Freight Association and Trunk Line territories. In- 
ind lumber rates to the Ohio River crossings, however, can- 

t be considered alone and without the outbound rates. 


And at page 589: 
When, however, we consider that the great volume of lum- 
r which moves into Cairo and Paducah, and other Ohio River 
ossings, is not locally consumed but is sent out again to 
noints north of the river, after having been sorted, graded or 
manufactured, it becomes evident that from the hardwood ter- 
tory, as well as from the pine territory, the rates to Paducah 
should be one cent less from equidistant points than those con- 
temporaneously maintained to Cario. 


And in Paducah Board of Trade vs. I. C. R. R. Co., 29 
| C. C., 593 [The Traffic World, March 28, 1914, p. 600], 
a difference of 1 cent per 100 pounds was fixed as reason- 
ably compensatory for the additional service performed 
northbound in crossing the river from Paducah. We thus 
reduced to 1 cent the spread in the outbound rates from 
Paducah as compared with Cairo, Brookport and Metropo- 
lis. 

Under these conditions, and for the reasons stated 
in the previous cases, we find that the present adjustment 
subjects Metropolis and the shippers and manufacturers 
at that point to undue prejudice and results in undue 
preference and advantage to Cairo and the shippers and 
manufacturers at that point; that the rates on logs and 
lumber to Metropolis from equidistant points east of the 
Mississippi River embraced within the territory of origin 
here involved should not exceed the rates contempora- 
neously maintained to Cairo; and that from equidistant 
points in Louisiana and Arkansas, west of the Mississippi 
River, on and south of the line of the Chicago, Rock 
Island and Pacific Railway from Memphis to Little Rock, 
the rates to Metropolis should not exceed by more than 
1 cent per 100 pounds those contemporaneously maintained 
to Cairo. 

In this case, as in Paducah Board of Trade vs. I. C. 
R. R. Co., 29 I. C. C., 583 [The Traffic World, March 21, 
1914, p. 579], complainant contends for the establishment 
of joint through rates from points west of the Mississippi 
River, and the same showing is made with respect to the 
length of the hauls to Metropolis as compared with Cairo. 
The complaint, however, contains no specific request for 
the establishment of through routes and joint rates; con- 
sequently, we cannot make an order such as is desired. 
We think that defendants should establish from points 
or groups in the territory described lying west of the 
Mississippi River and substantially equidistant from Cairo 
and Metropolis, rates to Metropolis via the routes at 
present used, unless they elect to do so over the more 
direct route via Memphis, not in excess of 1 cent per 100 
pounds higher than the rates contemporaneously main- 
tained from the same points or groups to Cairo. 

We come now to the question of the rates of the 
(llinois Central Railroad applicable to logs milled in ttan- 
sit. The tariffs of this carrier provide that logs to be 
milled at various points on its line, including Cairo, Brook- 
port, Paducah and Metropolis, shall be waybilled and the 
charges collected at the full local rates to the milling 
points, and when the manufactured product, in the ratio 
of 1 pound of lumber to 3 pounds of logs, is shipped out 
via the Illinois Central, the inbound charges will be re 
duced to certain specified net mileage rates. These mile- 
age rates apply to East Cairo and Paducah, and in con- 
structing the net rates to Cairo and Metropolis, arbitraries 
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of 1 and 2 cents per 100 pounds, respectively, are added. 
No attack is made upon the transit arrangement as such, 
or upon the portions of the net rates to East Cairo or 
Paducah, the sole contention being with respect to the 
difference of 1 cent in the added charge to Metropolis 
as compared with Cairo. 

It was shown that the average loading of logs moving 
through Paducah to Metropolis is 45,000 pounds, and a 
charge of 1 cent per 100 pounds would yield a per car 
revenue of $4.50. Figures of substantially similar import, 
bearing upon the cost of installation and operation of the 
ear ferry, Paducah to Brookport, were introduced in the 
Paducah cases and in this case, but these afford no re- 
liable basis for determining the actual cost of the service, 
Paducah to Brookport and Metropolis. Not only is this 
service, as hereinbefore stated, incidental to the entire 
haul of the logs from producing point to Metropolis, but 
there accrue to the carrier, in addition to the charges on 
the logs to Metropols, the revenues from the outbound 
manufactured products. 

Ordinarily a local rail haul of 6 miles is entitled to 
consideration, and we would find little difficulty in ap 
proving an added charge for such haul, but here the car- 
rier, by its own action in assessing the same arbitrary 
over the Paducah net mileage rates on shipments to 
Metropolis and to Brookport, and by charging the same 
rates on lumber from Metropolis as from Cairo, disposes 
of the defense that the excess of 1 cent over the Cairo 
rate is justified by the additional rail haul, and no other 
good reason appears for applying to these transit rates 
other or different principles than those laid down in con- 
nection with the flat rates on logs and lumber already 
discussed. 

It is our conclusion that the exaction of higher charges 
for the transportation from Paducah to Metropolis as parts 
of the through charges for through transportation from the 
producing points of logs to be milled at Metropolis, than 
are contemporaneously exacted for transportation from 
East Cairo to Cairo, as parts of the through charges for 
similar through transportation of logs to be milled at 
Cairo, subjects Metropolis and shippers and manufacturers 
of logs at that point to undue prejudice and disadvantage 
and result in undue preference and advantage to Cairo 
and shippers and manufacturers of logs at that point. 

An order will be entered in accordance with the find- 
ings herein announced. 

ORDER. 

It is ordered, That the above-named defendants, ac- 
cording as they participate in the transportation, be, and 
they are hereby, notified and required to cease and desist, 
on or before July 1, 1914, and for a period of not less 
than two years thereafter to abstain, from charging, de- 
manding, collecting or receiving for the transportation of 
logs and lumber in carloads from equidistant points east 
of the Mississippi River in the states of Tennessee, Ala- 
bama, Mississippi, and Louisiana to Metropolis, Ill., any 
rates in excess of those contemporaneously in effect over 
their lines for the transportation of said commodities in 
carloads from the said points of origin to Cairo, III. 

It is further ordered, That the above-named defend- 
ants, according as they participate in the transportation, 
be, and they are hereby, notified and required to cease 
and desist, on or before July 1, 1914, and for a period 
of not less than two years thereafter to abstain, from 
charging, demanéing, collecting or receiving for the trans- 
portation of logs and lumber in carloads from equidistant 
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points in the states of Louisiana and Arkansas, west of 
the Mississippi River, on and south of the line of the 
Chicago, Rock Island & Pacific Railway from Memphis, 
Tenn., to Little Rock, Ark., to Metropolis, Ill., any rates 
which exceed by more than 1 cent per 100 pounds the 
rates contemporaneously in effect over their lines for the 
transportation of said commodities in carloads from the 
said points of origin to Cairo, Ill. 

It is further ordered, That defendant Illinois Central 
Railroad Co. be, and it is hereby, notified and required 
to cease and desist, on or before July 1, 1914, and for 
a period of not less than two years thereafter to abstain, 
from charging, demanding, collecting or receiving for the 
transportation of logs in carloads from Paducah, Ky., to 
Metropolis, Ill., as parts of the through rates for the 
through transportation of logs in carloads to be milled 
in transit at Metropolis from points of origin east of the 
Mississippi River, any rates in excess of those contempo- 
raneously in effect over its line for the transportation of 
said commodity in carloads from East Cairo, Ky., to Cairo, 
Ill, as parts of the through rates for similar through 
transportation of logs from the same points of origin to 
be milled in transit at Cairo. 

It is further ordered, That the above-named defend- 
ants, according as tuey participate in the transportation, 
be, and they are hereby, notified and required to estab- 
liish, on or before July 1, 1914, upon notice to the Inter- 
state Commerce Commission and to the general public by 
not less than 30 days’ filing and posting in the manner 
prescribed in section 6 of the Act to regulate commerce, 
and for a period of not less than two years after said 
July 1,.1914, to maintain and apply to the transportation 
of logs and lumber in carolads from equidistant points 
east of the Mississippi River in the states of Tennessee, 
Alabama, Mississippi and Louisiana to Metropolis, IIl., 
rates which shall not exceed those contemporaneously in 
effect over their lines for the transportation of said com- 
modities in carloads from the said points of origin to 
Cairo, M11. 

It is further ordered, That the above-named defend- 
ants, according as they participate in the transportation, 
be, and they are hereby, notified and required to establish, 
on or before July 1, 1914, upon notice to the Interstate 
Commerce Commission and to the general public by not 
less than 30 days’ filing and posting in the manner per- 
scribed in section 6 of the Act to regulate commerce, and 
for a period of not less two years after said July 1, 1914, 
to maintain and apply to the transportation of logs and 
lumber in carloads from equidistant points in the states 
of Louisiana and Arkansas, west of the Mississippi River, 
on and south of the line of the Chicago, Rock Island & 
Pacific Railway from Memphis, Tenn., to Little Rock, Ark., 
to Metropolis, Ill, rates which shall not exceed by more 
than 1 cent per 100 pounds the rates contemporaneously 
in effect over their lines for the transportation of said 


commodities in carloads from the said points of origin to 
Cairo, III. 


And it is further ordered, That defendant Illinois 
Central Railroad Co. be, and it is hereby, notified and 
required to establish, on or before July 1, 1914, upon 
notice to the Interstate Commerce Commission and to 
the general public by not less than 30 days’ filing and 
posting in the manner prescribed in section 6 of the Act 
to regulate commerce, and for a period of not less than 
two years after said July 1, 1914, to maintain and apply 
to the transportation of logs in carloads from Paducah, 
Ky., to Metropolis, Ill., as parts of the through rates for 
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the through transportation of logs in carloads, to be 
milled in transit at Metropolis, from points of origin «ast 
of the Mississippi River, rates which shall not ex ced 
those contemporaneously in effect over its line for the 
transportation of said commodity in carloads from ‘ast 
Cairo, Ky., to Cairo, Ill., as parts of the through rates 
for similar through transportation of logs from the sime 
points of origin to be milled in transit at Cairo, Ill. 


RATES ON BROOMS 


CASE NO. 5978 (30 I. C. C., 45-55) 
WICHITA BUSINESS ASSOCIATION VS. ATCHISON, 
TOPEKA & SANTA FE RAILWAY CO. ET AL 


Submitted March 24, 1914. Decided April 6, 1914. 

Complaint alleged that the present any-quantity rats 
brooms from Wichita, Kan., of $2.10 per 100 pound 
Pacific coast terminals, and $2 per 100 pounds to north 
Pacific coast points, are unreasonable and unjustly dis: 
inatory against traffic from Wichita, and unduly preferential 
to eastern and Pacific Coast manufacturing points; also that 
the rates on brooms, as such, are unduly discriminatory and 
prejudicial as compared with rates on broom corn, Held 

1. That the any-quantity rates on brooms are not shown to | 
unreasonable per se. 

2. That they are not shown to be unduly prejudicial to Wichita 
or unduly preferential either to other manufacturing points 
or to the traffic in broom corn. Complaint dismissed. 

Martin E. Casto and W. J. Wagner for complainant 

Seth Mann for San Francisco Chamber of Com- 
merce and Broom Manufacturers on San Francisco Bay. 

F. P. Gregson for Associated Jobbers of Los Angeles 

Frank N. Hill for Fresno Traffic Association. 

A. A. Hurd for Atchison, Topeka & Santa Fe Rail- 
way Co.; Gulf, Colorado & Santa Fe Railway Co.; 
Southern Kansas Railway Co. of Texas; Pecos & North- 
ern Texas Railway Co.; Sunset Railroad Co.; Union Pa- 
cific Railroad Co.; Oregon Short Line Railroad Co.; 
Oregon-Washington Railroad & Navigation Co.; South- 
ern Pacific Co., and Northern Pacific Railway Co. 

E. W. Camp for Atchison, Topeka & Santa Fe Rail 
way Co. 

George D. Squires for Southern Pacific Co. 

Report of the Commission. 

CLARK, Commissioner: 

Complainant is a voluntary business association of 
Wichita, Kan., organized for the promotion of the in- 
dustrial interests of that city. It brings this complaint 
on behalf of the Southwestern Broom & Warehouse Co., 
one of its members, engaged in the manufacture, sale 
and shipment of brooms, and which will hereinafter be 
referred to as the complainant. The complaint alleges 
(1) that defendants’ rates for the transportation of 
brooms in carload lots from Wichita to points in Cali 
fornia, Oregon, Washington and British Columbia are 
unjust and unreasonable, in violation of section 1 of thé 
act; (2) that said rates subject shippers from Wichit@ 
to unjust discrimination, and give undue preference and 
advantage to manufacturers of brooms in the western 
states and province mentioned, and also to those located 
at points in various eastern states, including New York 
City and Baltimore, Md.; (3) that by neglecting and 
refusing to establish carload rates on brooms from 
Wichita to points in the states and province mention: 1 
defendants subject complainant to undue and unreason- 
able prejudice and disadvantage and give undue 4 
unreasonable preference and advantage to shippers 
brooms in less than carloads and to shippers of bro 
corn. The establishment of just and reasonable ra‘:s 
on brooms, in carloads, together with reparation on pe! 
shipments, is asked. 

A hearing was held at Wichita, following whi 
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fs were filed by complainant and defendants. Sub- 
uently, because of the desire of manufacturers on 
Pacific coast to be heard and because the evidence 
luced at the Wichita hearing was not satisfactory upon 
question of the relationship of the broom rate to 

t broom-corn rate, we sét the case for further hear- 

at San Francisco, Cal. Additional testimony was 

re taken, in which the Pacific coast manufacturers 
sought to present the interests of that section in the 
rates involved. The case is now submitted on the rec- 
rd as thus made up. 

Rates are stated herein per 100 pounds. There are 
no commodity rates on brooms in carload lots to Pacific 
coast points from any part of the United States east 
of the Rocky Mountains. Western Classification govern- 
ing the class rates from Wichita to the coast provides 
first-class rating on grooms in less than carloads and 
second class in carloads, minimum weight 12,000 pounds. 
There is, however, from all of the territory east of the 
Rocky Mountains a rate of $2.10 on brooms in any 
quantity to California terminals. To north Pacific coast 
terminals there is an any-quantity rate of $2 from 
Wichita and all the territory lying generally west of 
the Indiana-Illinois state line. From all points eas» 
thereof, including New York City and Baltimore, the 
rate to north Pacific coast points is $2.10. Although the 
allegations of the complaint embrace rates to points in 
British Columbia, complainant does not ship into that 
territory. 

The any-quantity rates stated are less than the class 
rates, carloads and less than carloads, and have been in 
effect for several years. In brief, it may be said that 
the material issues involve the any-quantity rates as 
such when applied to the transportation of brooms in 
carload quantities from Wichita to destinations in the 
Pacific coast states. 


The most extensive producing area of broom corn 
in the United States includes southwestern Kansas, 
western Oklahoma, the panhandle of Texas and part of 
New Mexico. Wichita, situated in close proximity to 
this section, has become an important concentrating 
point. It is the central and probably the largest market 
for broom corn in the United States. At Wichita are 
located seven or eight large warehouses, to which the 
broom corn is shipped for assorting, grading, sale and 
distribution to the manufacturers of brooms throughout 
the country, who buy their supply largely in the Wichita 
market, There is also an extensive broom-corn produc- 
ing section in Illinois and a limited production in Cali- 
fornia; the production in the latter state, however, is 
not as yet sufficiently large to appreciably affect market 
conditions, 


I 


t 
t 


The principal broom factories east of the Rocky 
Mountains, other than at Wichita, are located at Lincoln 
and Deshler, Neb.; Jefferson City, Mo.; Paris, Ill.; Evans- 
Ville, Ind.; La Crosse, Wis.; Amsterdam, N. Y.; Ham- 
burg, Pa., and Baltimore, Md. The principal factories 
on the Pacific coast are located at Los Angeles, Sacra- 
mento, and San Francisco, Cal.; Portland, Ore., and 
Seattle and Tacoma, Wash. There are factories also 
it Denver, Colo.; Amarillo, Tex. Oklahoma City and 
umerous other points. 

Complainant draws its entire supply of broom corn 
‘rom the near-by producing fields at an average freight 
ite of 39.3 cents. The Pacific coast manufacturers 
uy in the same fields and ship their broom corn under 
commodity rate of $1.25 in carloads, minimum weight 
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14,000 pounds. The eastern manufacturers, consuming 
as they do more than the production of Illinois, also 
draw largely upon the Wichita market for their supply 
of broom corn, and pay, of course, a higher freight rate 
than complainant must pay on his supply. 

The normal price of broom corn ranges from $50 
to $100 per ton, dependent upon quality. The market 
at the time of hearing was said to be above normal, the 
prices ranging from $60 to $160 per ton. In the manu- 
facture of brooms there is a waste of from one-third to 
one-half of the raw material. 

Complainant began business at Wichita in the spring 
of 1909. It was formerly engaged in manufacturing at 
Evansville, and now has factories at Evansville and 
Baltimore. Taking into consideration the cost of ma- 
terials, labor, freight on raw material, overhead expenses, 
etc., complainant’s witness testified that the cost of 
manufacture at Evansville and Wichita, on an average 
basing price of $100 per ton for broom corn, and allow- 
ing for differences in cost of other materials and labor, 
is per dozen brooms of average grade, at Wichita $2.34, 
while at Evansville it is $2.18. Other grades of brooms 
cost at Wichita $3.03 and at Evansville $2.8844. The cost 
of manufacturing at Baltimore and other eastern points 
is said to be substantially the same as at Evansville. 

The Wichita factory represents an investment of 
approximately $200,000 and has a capacity of about 400 
dozen brooms per day. The output for the year 1912 
was 52,000 dozen brooms, or approximately 200 dozen 
for each working day. The factory makes four different 
grades of brooms. Its output is said to be restricted to 
approximately 50 per cent of its capacity because of 
competitive conditions. It shipped 62 carloads of brooms 
to Pacific coast territory during the last two years, but 
witness does not consider this a fair proportion of the 
business. The brooms shipped consisted of the higher 
grades only, it being, witness testified, impossible to 
compete wth the Pacific coast manufacturers in the 
lower grades because of the disparity between the broom 
and broom-corn rates. 

Complainant meets keen competition from two sources 
—first, from the large manufacturers established in vari- 
ous parts of the country and distributing their brooms 
wherever they may; second, from the more numerous 
small factories, characterized by complainant as _ the 
“home broom makers.” The latter employ small capital, 
manufacture on a comparatively small scale, and have 
relatively low operating expenses, yet make enough brooms 
to supply local demand in smaller towns and cities. 
Competition of the latter sort, complainant asserts, is 
perhaps the hardest to meet. The establishment of 
factories on the Pacific coast is asserted to have ma- 
terially changed the competitive conditions in the manu- 
facture of brooms within the past few years. These 
factories have grown up in recent years and from small 
“home broom makers” have attained a strong position 
in the manufacturing business. Complainant asserts that 
they practically have a monopoly on the Pacific coast 
in the manufacture and sale of the cheaper grades of 
brooms that they are improving their output and, with 
increasing efficiency, may soon be able to exclude com- 
petitors even in the higher grades of brooms. 


To meet competition of the eastern and also of the 
Pacific coast manufacturers, complainant has established 
warehouses at Seattle, Oakland and Los Angeles, to 
which it ships brooms in carload quantities for distribu- 
tion to the local trade as needed. The warehouses are 
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also a necessity for saving time in filling orders, be- 
cause the trade demands quicker delivery than could 
ordinarily be made by direct shipment from Wichita. 

Eastern manufacturers, as we have seen, can manu- 
facture brooms somewhat more cheaply than can com- 
plainant. With the single exception of broom corn they 
secure their supplies at less cost. Complainant alleges 
that the blanket rates give to the former undue pref- 
erence and advantage. It contends that if $2.10 is rea- 
sonable from Baltimore, for instance, it must necessarily 
be uMreasonable and unjust from Wichita, and that there 
is no justification for a blanket rate that extends from 
the Atlantic seaboard to and including Lincoln, Neb., 
and Wichita on the west. 

Another and perhaps the most important feature 
affecting complainant’s competition in the sale of brooms 
on the Pacific coast is the rate of $1.25 on broom corn 
to that territory from the producing section in Kansas 
and Oklahoma. Taking 40 cents as the average rate 
on.broom corn into Wichita, complainant has an appar- 
ent advantage of 85 cents in the rate. It contends that 
as between a rate of $1.25 on broom corn and $2 and 
$2.10 on brooms the adjustment is one which unduly pre- 
fers and tends to build up the Pacific coast factories at 
the expense of the Wichita manufacturer. 

The average weight of shipments made by complain- 
ant during the past two years averaged 17,110 pounds 
per car. It is suggested, therefore, that a carload rate 
be established subject to a minimum weight of 16,000 
pounds, which would be about the maximum weight of 
brooms that could be loaded into a 36-foot car. 

Brooms in carloads are loaded by the shipper at 
the factory and are unloaded by consignees. They are 
remarkably free from claims for damage on carload 
shipments, although when shipped in less than carloads 
they are liable to be somewhat damaged. Complainant 
expresses “the opinion that aside from the element of 
value there is no transportation reason why the rate on 
brooms should be higher than that on broom corn, and 
contends that the rate on brooms from Wichita to the 
Pacific coast should not exceed $1.50 in carloads, mini 
mum weight 16,000 pounds. Although complainant’s 
witness strongly contended that the $2.10 rate is not com- 
pelled by water competition, he nevertheless admitted 
shipping recently a large consignment of brooms from 
Baltimore to the Pacific coast by water. 

Broom corn loads much more heavily than do brooms. 
A case recently considered by us, and to which refer- 
ence has been made in the instant case, involved a 
proposed increase of 10 cents in the rate on brooms 
in carload lots from various originating points, including 
Wichita, to Colorado common points. We there found 
that the average weight of all shipments of brooms and 
brooni corn during the period of the greatest movement 
over the lines and to the points in question in 1912 was 
13,242 pounds for brooms, and 23,776 pounds for broom 
corn, 32 carloads of brooms and 883 carloads of broom 
corn having been carried. Broom Rates to Colorado 
Points, 28 I. C. C., 310, 311 [The Traffic World, Nov. 8, 
1913, p. 839]. 

7 The argument is presented that there should be a 
reasonable relationship of rates between the raw ma- 
terial and the manufactured article, and that the pres- 
ent relationship is unjustly discriminatory. Upon the 
latter proposition the Pacific coast interests take issue 
with complainant. Inquiry, for comparative purposes, 


into the relative classification ratings and minimum car- 
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load weights on brooms and broom corn in the West: 
Southern, Official and Canadian classifications has ben 
made and the result is shown in the following table: 


Brooms. Broom Corn. 


Classi- Minimum. Minin 

fication. Re Se Ba 2. Se weight. i, OC; ta “C7. weig 
Western ..... 1 2 12,000 l 3 lf 
Southern ..... 1 2 12,000 2 5 6.000 
COE cbc cise *1 2 12,000 1 2 16,100 
Canadian ..... 1 5 20,000 1 5 2 


*Boxes or crates. 

For the purpose of showing that the traffic in brooms 
and broom eorn quite generally involves a departure 
from the classification rating complainant introduced 
numerous comparisons of rates on brooms and broom 
corn in various sections of the country. Without here 
stating these comparisons, it will be sufficient to say 
that they show that in many instances, in different parts 
of the country, carriers maintain specific rates on broom: 
and broom corn which are less than the class rates 
which would otherwise be applicable. The comparisons 
lack probative value, however, for they are unaccom- 
panied by any showing of the volume of movement 
under them or of the circumstances and conditions which 
gave cause for them. 

It is well known that rates are controlled by various 
and varying conditions therefore the rates established 
in one section of the country furnish no reliable stand- 
ard by which to measure the reasonableness of rates in 
another section where dissimilar conditions prevail: 
Acme Cement Plaster Co. vs. L. S. & M. S. Ry. Co., 17 
I. C. C., 30, 34 [The Traffic World, July 17, 1909, p. 107] 

Complainant asserts that the development of the 
Pacitic coast factories during the past few years has 
greatly changed commercial conditions since the estab- 
lishment of the present rates on brooms and broom corn, 
and that the general effect of the present rate adjust- 
ment is to limit the output of its factory. It does not 
ship from its eastern factories to the coast for the 
reason that it considers the western section of the 
country belongs naturally to the Wichita factory. It 
contends that it is territory to which Wichita may natu- 
rally claim a right to ship on even terms with other 
manufacturers; that the low rate on broom corn from 
the Kansas-Oklahoma fields to the Pacific coast and the 
lower cost of production at the eastern manufacturing 
points, as well as in the factories on the Pacific coast, 
would keep it entirely out of the Pacific coast trade 
were it not for the fact that it is able to put out a 
comparatively high grade of brooms upon which, for the 
purpose of retaining the market and holding its volume 
of business, it is willing to accept a small margin of 
profit. 

Defendants’ witness took the position that the any 
quantity rates are in fact carload rates, but at the same 
time he admitted that there is no carload rate from any 
point east of the Rocky Mountains to the Pacific coast 
that is lower than the less-than-carload rate from th 
same point. 

It appears that the rate on brooms which, after 
some minor changes or fluctuations, finally settled at 
$2.10, was originally established as the result of clear|) 
apparent water competition from the Atlantic seaboard 
to the Pacific coast. That water competition is still 
active appears from the fact that during the fiscal year 
1913 at least 108 tons of brooms were carried by th: 
American-Hawaiian Steamship Co. by water from Ne 
York to California. How many were carried by oth¢ 
water carriers to Pacific coast ports does not appea' 
but the steamship line mentioned quoted a rate of $1.2! 
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[The commodity rate on broom corn has been jin 
effect for more than 10 years. Attention was not di- 
ted to the fact at the hearing, but we find upon look- 


rei 
ing into the tariffs that it is a blanket rate applying 
from Chicago, Milwaukee and St. Louis rate points and, 
roughly, from all points west thereof. The rate includes 
valuable concentration and transit privileges at Wichita, 
where broom corn may be concentrated and forwarded 
within one year to ultimate destination at the through 
ra from original point of shipment. 

Defendants contend that the present rates are rea- 
sonably low, and assert that the fact that brooms move 
by rail is evidence of the ability of manufacturers to 
compete in the Pacific coast section; that the manufac- 
turers there have intimated that if the rate on brooms 
should be reduced they would expect a similar conces- 
sion in the rate on broom corn. 

So far as the evidence adduced applies to the issue 
of reasonableness, it is quite insufficient to prove the 
rates to be unreasonable per se. We have dealt with 
a number of cases where the classification provided rat- 
ings on articles on an any-quantity basis only, and 
where the class rate was the only rate applicable. In 


such cases we have refused to establish specific carload 
no showing that the rate under 
rendered. Bent- 
Ry. Co., 17 1...C. 
107]: Com- 
Ce., 43 2... o 
1910, p. 634]. 
us which 


rates where there was 
attack was unreasonable for the service 
ley & Olmstead Co. vs. L. S. & M. S. 
C., 56 [The Traffic World, July 17, 1909, p. 
Club of Omaha vs. B. & O. R. R. 
401 [The Traffic World, Nov. 5, 
More recently have come before 
presented the question of reasonableness of any-quantity 
rates upon carload traffic somewhat different aspect 
than did the earlier cases. Two of the latter involved 
reasonableness of any-quantity rates when used as 
to make up through carload rates, there being 
no joint through rates in effect. In these cases we held 
that unreasonable to base through carload rates 
intermediate rates, one factor of 
rate made with reference, 
and applicable, conditions of transportation substan- 
tially dissimilar to those characterizing the through 
movement. Mutual Rice Trade & Devel. Asso., Houston, 
vs. 1. & G. N. R. R., 23 I. C. C., 219 [The Traffic World, 
\pril 27, 1912, p. 834]; In re Transportation of Wool, 
and Pelts, 23 I. C. C., 151 [The Traffic World, 
20, 1912, p. 770]. It is true that we have often 
the propriety of differentiation between car- 
load and less-than-carload rates, but it does not follow 
that an any-quantity rate is, by reason of being such, 
unreasonable when applied to carload traffic. 
It must be remembered that the rates under attack 
blanket rates applying from a wide territory. The 
evidence indicates that they were made with respect to 
commercial and competitive conditions instead of purely 
ransportation conditions. Our examination of the tar- 
ffs shows that the broom and broom-corn rates which 
involved in this complaint, as well as numerous 
ther rates referred to, have been in effect for many 
years and were in effect when complainant established 
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its factory at Wichita. Neither the broom rate nor the 
broom-corn rate have hitherto been the subject of at- 
tack, notwithstanding the long period of time during 
which they have been in existence. It is fairly to be 
resumed from these facts that business conditions 
lave become adjusted to this long-existing system and 
relation of rates. We have no information as to the 
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general volume of traffic under-the blanket rates or 
that the circumstances and conditions of transportation 
from Wichita are so dissimilar from those obtaining at 
other points as to impose unreasonable or unjustly dis- 
criminatory rates upon traffic from that point. Cer- 
tainly generally satisfactory rates of such wide applica- 
tion and long standing should not be disturbed without 
convincing proof that they are unreasonable or unduly 
prejudicial to the complaining point or traffic therefrom. 


Another allegation is that the rates on brooms sub- 
ject complainant to unjust discrimination and give un- 
due preference and advantage to manufacturers in the 
East, and likewise to those on the Pacific coast. With 
respect to alleged undue preference of the eastern manu- 
facturers, it is to be remembered that complainant is 
itself engaged in manufacturing at Evansville and Balti- 
more. That the eastern factories may have some slight 
advantage is indicated by complainant’s testimony to the 
effect that, owing to the somewhat lower cost of pro- 
duction and equal rates, it can put the products of the 
Evansville and Baltimore factories into Pacific coast 
markets as cheap as it can ship from the Wichita fac- 
tory. We do not find, however, that the advantage is 
unduly prejudicial. 

Lastly, complainant alleges that defendants’ refusal 
to establish carload rates on brooms, less than the any- 
quantity rate, subjects it to undue and unreasonable 
prejudice and disadvantage and gives undue and unrea- 


sonable preference and advantage (1) to shippers of 
brooms in less than carloads and (2) to shippers of 
broom corn. The first part of this allegation is not 


and we therefore 
The second part 
traffic is given an 
over another in 


sustained by any evidence of record, 
dismiss it from further consideration. 
avers, in substance, that one kind of 
undue and unreasonable preference 
violation of section 3 of the act. It is evident from a 
study of the facts that the competition which most 
seriously affects complainant in the Pacific coast markets 
is that of manufacturers located in that section who 
draw their supply of broom corn from Wichita under 
the $1.25 rate. Complainant alleges that the latter 
rate has enabled the Pacific coast manufacturer to make 
and sell the cheaper grades of brooms at prices which 
exclude it from the market. It still has a substantial 
trade in the higher grades of brooms, but it apprehends 
that the maintenance of the present adjustment of 
rates, together with increasing efficiency on the part of 
the Pacific coast manufacturers, will eventually drive it 
from that market, even in the “higher grades of brooms. 


The real question in this issue is whether or not 
the adjustment of rates as between the raw material 
and the manufactured product gives any undue prefer- 
ence or advantage to one kind of traffic over the other. 
The question of the proper adjustment of rates as be- 
tween a raw material and the manufactured product 
thereof when moving in competition with each other 
has come before us many times in various aspects. 
Typical of the general nature of the cases are those 
involving the relationship of rates between live stock 
and packing-house products and between grain and grain 
products. 


The general rule is that manufactured products bear higher 
rates of transportation than does raw material, and it is founded 
in reason, because ordinarily there is a substantial difference 
between the value of one and that of the other, and frequently 
there is a greater degree of risk incident to the transportation 
and care of the manufactured product than of the raw material. 
The practice, however, is not universal, and is departed from in 
some instances because the reasons for the distinction are lack- 
ton Oil Co. vs. St. L. & 8S. P. R. R. Co., 20 I. C. C., 37, 40.) 
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and market conditions and considerations. (East St. Louis Cot- ORDER. that 
ton Co. ve. St. L. & 6, FRR. Co, OL CC. 31, ©) It is ordered, That the complaint in this proceeding comr 

The manufacture of brooms has been carried on ON be, and it is hereby, dismissed. fied | 
the Pacific coast for 12 years or more. Commercial con- sesnnnsineineiinidaatin case 
ditions have changed, but as to the effect or result of cause 
that change the testimony of the Pacific coast manufac- FRUIT AND VEGETABLE RATES prope 
turer is flatly contradictory of that of complainant. |. AND S. NO. 285 (30 I. C. C., 56-70) ing s 

The representatives of the Pacific coast manufac RATES ON FRUITS AND VEGETABLES BETWEEN / rates 
turers testified in the most positive way to a depressed POINTS IN CALIFORNIA “AND POINTS IN NE- of pu 
condition of their business. They said that notwith- VADA, ARIZONA AND OTHER POINTS. time 
standing the great increase in the population in Cali- Submitted Feb. 24, 1914. Decided April 7, 1914. in Ca 
fornia in recent years they are manufacturing fewer . Proposed increases in the classification ratings on carload take, 
brooms than they were 5 to 10 years ago. They testi- {M4 less-than cationd sinitifornia and points. in Nevada, adop' 
Sed, an complainant testified at Wichita, to having plants 2. Comoaity ee Ne ee oe conahinebial after the order on 
with double the capacity of their present or recent of suspension which are on the basis of, or lower than, the maki 
output; to having money tied up in large stocks of oe oe Td is oe filing of the sus- resul 
brooms for which there is no demand. All of this de 
pression in their business they ascribe to the lower 
prices at which brooms are sold in California by east- 


ern manufacturers. 


The Pacific coast manufacturers say that they are 
at a disadvantage strategically with the Wichita manu- 
facturer in obtaining the better quality of broom corn; 
that they do not usually get the better quality and that 
their waste therefore runs as high as 50 per cent. They 
say that the $1.25 freight rate on broom corn means an 
“effective” rate to them of $2.50, and that if the present 
relationship of rates is changed to their disadvantage it 


will mean a practical monopoly of the Pacific coast trade MEYER, Commissioner: class 
for the eastern manufacturer. On June 16, 1913, there was filed with this Commis- comn 


sion by F. W. Gomph, agent, supplement 12 to Pacific and | 
Tariff Bureau exception sheet No. 1-C, I. C. C. No. 119, modi 
which in item No. 53-D changes the classification for the | 
shipments of fresh fruits and vegetables between points 1 
in California and points in Nevada, Arizona and other that 
states. The testimony at the hearing had to do with sonal 
the effect of this tariff upon rates to Arizona and Nevada, in th 
and the discussion in this report will be confined to the 
situations in these two states. 

In Western Classification the ratings on fresh fruits 
and vegetables are first, second and third class for less- 


oenptainant's en tenganed at Wichita thet be than-carload shipments, and third, fourth and fifth class ast 
established his plant at that point without giving any and class C for carloads. By item 53-C in agent Gomph’s class 


serious consideration to the freight rate, believing exception sheet No. 1-C, I. C. C. 119, however, the ratings pelle 
that as he had located at the greatest broom-corn mar- provided were fourth class for less-than-carload shipments conte 
ket in the world he would be most advantageously situ- and class C for carloads. By item 53-D of the suspended in qu 
ated for manufacturing; that later he seriously consid- tariff above mentioned, the carriers attempted to advance not j 
ered moving his machinery out and taking it to some _ the classifications to the ratings provided by the current The 
other point, turning his \*:chita house into a warehouse. Western Classification for less-than-carload shipments— the 1 
A California manufacturer testified, on the other hand, which, as above indicated, are first, second and third modi 
that he was only deterred from moving his plant to class—and to fifth class for carload shipments of fruits that 
some point in or near the Kansas-Oklahoma fields be- and vegetables which were classified higher than class move 
cause he had been unable to finance the change. C, the class C rating to remain in effect on the vegetables and | 

It may be stated in conclusion that the Pacific that were classified at class C in the current Western ment 
coast market appears to be pretty evenly divided be- Classification. Protest was made by the railroad com- J 
tween the local and eastern manufacturers. This Com- mission of Nevada, and the tariff was suspended on July ment 
mission has no authority to equalize by rate adjust- 19, 1913, and the order of suspension has now .been fur- point 
ments the commercial or natural advantages of one ther continued until May 20, 1914. gene! 
community over another. Even if it had such authority, It is claimed that the effect of the suspended tariff class 
it is difficult to perceive in view of the testimony how, would be to increase the rates for the. transportation of and | 
in the present case, it would find opportunity to exercise fresh fruits and vegetables from California points to for t 
it. points both in Nevada and Arizona. The Nevada situation This 

Upon consideration of all the facts and circum. ™é#y be first considered. whil 
stances of record, we are unable to find that the rates The Nevada Situation. a gr 
of which complaint is made are either unreasonable or As to Nevada, there is no question but that the pro- quest 
unduly prejudicial to complainant. The complaint must posed classification would materially increase the existing cents 
be dismissed, and it will be so ordered. rates. The carriers allege here, however, and generally, Nev., 


modi 
H. F. Bartine, W. H. Simmons and E. H. Walker for ie. ch 


Railroad Commission of Nevada. ons 
F. A. Jones for Arizona Corporation Commission. ie 

G. J. Bradley for Merchants’ and Manufacturers’ As- ive 
sociation of Sacramento. a xs 
F. W. Gomph for Pacific Freight Tariff Bureau. seinus 
Allan P. Matthew for Western Pacific Railway Co. good: 
Geo. D. Squires for Southern Pacific Co. utiiens 

T. J. Norton and E. W. Camp for the Atchison, Topeka sugai 

& Santa Fe Railway Co. able, 
Report of the Commission. made 


They point to the testimony regarding the cost of 
making the average grade of brooms at Wichita, which 
is given at $2.34 per dozen. A dozen brooms of this 
grade weigh about 24 pounds; the freight under the $2.10 
rate would equa] 50 cents per dozen brooms, making the 
cost laid down in Pacific coast terminals about $2.84 per 
dozen. The cost of manufacturing a similar grade of 
brooms on the coast is from $3.42 to $3.46 per dozen, 
which, the Pacific coast interests urge, shows adecided 
advantage in favor of the eastern manufacturer. 


class 
is ur 
has 


April 25, 1914 


that the primary object of the change is to put these 
commodities in their proper classification. It was testi- 
fied that the exceptions to Western Classification in the 
case of fruits and vegetables were first made, not be- 
cause the carriers considered the ratings given were 
proper for perishable commodities, such as these, requir- 
ing special handling, but because this method of making 
rates by exception to the classification was an easy method 
of publishing commodity rates which were desired at the 
time to promote and encourage the fruit-growing industry 
in California. The carriers now contend that this was a mis- 
take, and that it would have been much better had they 
adopted the more elaborate method of publishing separate 
commodity rates, for the reason that the practice of 
making the rates by exception to the classification has 
resulted in the automatic reduction of these virtual com- 
modity rates by every reduction in the class rates. It 
is claimed that the reductions in the class rates, while 
the classifications made in the exceptions have remained 
the same, have reduced the rates on fruits and vegetables 
to a point at which they have become unreasonably low. 
In addition, the carriers contend, that it is obviously im- 
proper to classify fruits and vegetables, highly perishable 
goods, in some cases quite light and bulky, in the same 
class for less-than-carload lots as nails and bar iron, 
sugar, canned goods, and other commodities not perish- 
able, which load much heavier. A similar comparison is 
made in the carload ratings, and it is pointed out that 
class C is considerably less than that carried on such 
commodities as bar iron and nails, and other iron articles, 
and is about the same as the classification on such com- 
modities as cement, lime and plaster, which are among 
the lowest in value and permit heavy loading. 

While, as above indicated, the carriers are contending 
that the rates under the present classification are unrea- 
sonably low, the main emphasis both in the hearing and 
in the briefs is laid on the contention that the present 
classifications are improper and should be corrected. It 
is urged that Western Classification is a standard which 
has been adopted by the carriers and this Commission 
as the most scientific arrangement of commodities in 
classes and that any deviation from it should be com- 
pelled only by the existence of special conditions. It is 
contended that no such conditions exist for the traffic 
in question, as the movement is small in volume and does 
not justify the general establishment of commodity rates. 
The carriers urge that they should be peritted to abolish 
the unscientific and objectionable process of making com- 
modity rates by exceptions to the classification, and say 
that if this is permitted any change in the volume of 
™movement of fruit and vegetables to Nevada and Arizona 
and other states will be promptly met by the establish- 
ment of appropriate carload commodity rates. 

As to the reasonableness of the rates for the move- 
ment now under consideration—that is, from California 
points to points in Nevada—the carriers’ defense is a 
general one. They instance, first, the history of the 
class rates, both between California and Nevada points 
and between Ogden and Salt Lake City and Nevada points, 
for the period between Jan. 1, 1894, to the present date. 
This history shows a number of material reductions. 
While the rates between some of the other points show 
a greater number of reductions during the period in 
question, the following statement of the class rates in 
cents per 100 pounds between Sacramento, Cal., and Reno, 
Nev., may be taken as illustrative: 
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1 2 
Rates effective Jan. 1, 1894.... 129 
Rates effective Jan. 2, 2 eed, 71 


Reduction . “44 42 


A B 
Rates effective Jan. 1, bowen ee 34 
Rates effective Jan. ieee a 34 


Reduction 35 0 4g 


It should be explained that the rates of 1894 
governed by Western Classification and contained no ex- 
ceptions. In July, 1896, the rates were subject to a rating 
of class B on fresh fruits and berries in straight or mixed 
carload lots and class 2 for fresh fruits and vegetables 
in less than carload lots. Vegetables, fresh, in carload 
lots, were rated class C. In December, 1903, the same 
ratings were established except that a mixture of fruits 
and vegetables was permitted under the class B rating. 
In June, 1908, ratings were made providing fourth class 
for less than carloads and class C, carloads, on fruits, 
berries and vegetables, fresh, in straight or mixed car- 
loads. The reductions effective on Jan. 2, 1911, were 
ordered by this Commission in Traffic Bureau of the 
Merchants’ Exchange vs. S. P. Co., 19 I. C. C., 259 [The 
Traffic World, July -, 1910, p. 35], reductions effective 
generally on the class rates between Sacramento, Cal., 
and points on the main line of the Southern Pacific be 
tween Reno, Nev., and Cecil Junction, Utah. It appears 
from the record that under order of the Nevada com- 
mission reductions have also been made of late in the 
rates for the intrastate movement in Nevada. 


The carriers contend that at the time of the reduc- 
tions in 1911, under order of this Commission, they 
should have made the change in classification which 
they now propose, and that they omitted to do so only 
because of the pressure of. work which devolved upon 
them from litigation at that time, and that as a con- 
sequence of this omission Nevada for the past two years 
has been enjoying rates to which it was not entitled 
and which amount to discrimination in its favor as against 
Arizona. They allege that they should be permitted to 
eliminate this discrimination, and that if the order of 
suspension is vacated such a result would be brought 
about, as the rates to Arizona and Nevada will then be 
on a substantial parity. The carriers also introduced 
some testimony and made some argument on the point 
that the service is an expensive one, as the shipments 
are made almost entirely in refrigerator cars. This 
means the hauling of an additional weight over that of 
the ordinary freight car. It is also pointed out that the 
service is an expedited one in through trains. 


The protestant, the railroad commission of Nevada, 
contends that the asserted desire of the carriers to bring 
about a proper uniform classification for the commodities 
in question is merely a pretext, and that the real purpose 
of the change is to increase the carriers’ revenue and 
offset the diminutions which it has suffered because of 
reductions in the rates themselves under order both of 
this Commission and state commissions. It contends 
specifically that it is an effort to render nugatory, as far 
as these commodities are concerned, the reductions in the 
class rates prescribed by this Commission in 1911. It 
asserts that no sufficient justification has been shown 
for the substantial increases proposed. It is testified by 
one of its witnesses that while there have been changes 
in the service during the past few years, there have been 
no improvements in facilities within ths period which 
would call for the great increase in the rates. The fact 
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that the movement is in through trains, it contends, 
should make for lower rather than higher rates. 

A number of exhibits showing the effect of the pro- 
posed change in classification were filed at the hearing 
b the protestant, the railroad commission of Nevada, and 
intervener, the Merchants’ & Manufacturers’ Association 
of Sacramento. 


Comparison is made between the rates on fruits and 
vegetables from Sacramento to various points in Nevada 
under the present class C classification on carload ship- 
ments in straight or mixed carload lots as compared with 
the rates to the same destinations under the class 5 rating, 
which it is proposed to apply. It appears that the per- 
centage of increase would range in the cases of the dif- 
ferent destinations from 50.98 per cent to 82.38 per cent. 

he figures of the comparison in the case of carload 
shipments from Sacramento to Reno are as follows: 


Class C— 
EN ee aie oe eee cater as ten aide oaiane sho ee 
Gg ge ee eres: eee me ss Vicseee 
UR Ss 5k lane Io kg ah ak 5 tue niEialey a aon al BEd . - $0.03634 
Class 5— 
TPS 5 Re PT ee ry Cy Pes ee i wareie 154.1 
OE ES SS ERE ST er rere > $0.43 
mete per tom-Mile. ..... ce cccccccees ‘ SURES aay Cauctaawend $0.05581 
Percentage of increase ee as eds pmwlgch <6 dalmew ld + 44 eee ene 


A similar detailed comparison is made between the 
less-than-carload rates under the present and the proposed 
ratings, from which it appears that the percentages of 
increase range from 18.09 per cent to 67.39 per cent. 

Comparison is also made between the present and 
proposed carload rates for shipments from Sacramento to 
various Nevada destinations on the Southern Pacific Co.’s 
system and the average receipts per ton per mile for 
handling all commercial freight on that company’s sys- 
tem for the year ending June 30, 1913. It appears that 
the present rates are about three times the average re- 
ceipts per ton-mile, and that some of the proposed rates 
would be as high as five times the average. 

One exhibit filed by the Nevada commission shows 
the effect of the proposed increase in classification by 
comparing the charges paid by one firm located at Reno 
on fruits’: and vegetables actually consigned to it from 
various points in California during the period from Sep- 
tember, 1912, to August, 1913, with the charges this firm 
would have to pay on the same traffic under the prop<: 
increas2d classification. This firm, it may be mentioned, 
appears to be the largest fruit jobber in Nevada. The 
totals for the shipments from all California points are 
as follows: Weight, 1,505,974 pounds: present charges. 
$5,528.57; proposed charges, $8,397.27: proposed increases. 
«,868.70; percentage of increase, 51.888 per cent. 

Tables were also filed to show increases in the rates 
between points in the state of Nevada. While these, of 
course, as intrastate rates are outside of this Commis- 
sion’s jurisdiction, they were introduced because of the 
character of the movement in question. It appears that 
shipments are made from the California points to points 
in Nevada, such as Reno, Hazen, Elko, etc.. and are thence 
distributed by jobbers in less-than-carload lots to points 
of ultimate destination both in Nevada and in adjacent 
California territory. The percentages of increase in these 
intrastate rates are, if anything, higher than those indi- 
cated above for the interstate rates. 


Protestants compare the Nevada rates with rates from 
California points to uregon. One exhibit shows that the 
earnings per car-mile are considerably greater under the 
proposed Nevada rates than they are in the case of the 
Oregon rates. The figures in the cases of Elko, Nev., 
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and Roseburg, Ore., in which the distances from Sacra- 
mento are most nearly alike, are as follows: 


Earn- Earn 

ings ings 

per Pro- per 

Present car- posed car 

rate, mile, rate, mile 

To— Miles. cents. cents cents. cents 

art ee ee speeses OE 38 22 57% 3 
EE os we chika catawes 484 35 19 


It appears also that in the case of the Oregon traffic 
commodity rates are published less than the class rates; 
for example, for shipments from Sacramento to Ashland, 
Ore., the less-than-carload first class rate on fruits and 
vegetables other than potatoes and onions is $1.32, but 
a commodity rate is published of $1.23. 

It would seem that the considerations which must 
enter into the determination of the issues outlined above 
have not, at least as far as the carriers are concerned, 
been as fully discussed as is desirable. The main con- 
tention of the carriers raises an issue of abstract classi- 
fication independent of the matter of the amount of the 
rates applicable to the traffic in question. They contend 
that from the classification viewpoint the existing ratings 
of fresh fruits and vegetables are improper and should 
be corrected. The so-called elements of classification have 
been repeatedly discussed by the Commission. In the 
case In the Matter of the Suspension of Western Classi- 
fication No. 51, 25 I. C. C., 442 [The Traffic World, Jan. 
4, 1913, p. 5), these matters were very fully considered. 
In the present record, however, we do not find a full 
statement of those facts which are and should be funda- 
mental in determining the class to which particular com- 
modities should be assigned. While the classification 
problem is generally discussed, there is very little definite 
evidence on the considerations of weight, space, value, 
risk, etc., which must be taken into account to determine 
the proper classification of fresh fruits and vegetables 
The carriers seem to rest largely on the general proposi- 
tion that the commodities in question should not be main- 
tained in the same class as such low-grade commodities as 
cement, bar iron, etc. As to this we think there is much 
force in the contention of one of the respondents that 
so far as the record is concerned it is just as logical to 
argue that the classification of cement, for instance, is 
too high, as that the classification of fruits and vegetables 
is too low. In short, it would seem that the carriers’ 
treatment of this phase of the question is insufficient to 
establish that as a matter of classification, the ratings 
proposed are the correct ones rather than the ones which 
they were to supersede. 


Even if the classification for which the carriers con- 
tend is a proper one, considered as a matter of abstract 
classification, there would seem to be a still further ques 
tion as to whether, under the circumstances, commodity 
rates should not be applied to the traffic to the destina 
tions, or at least the principal destinations, in question 
An argument which is advanced perkaps as frequently as 
any against the establishment of a uniform classification 
is that great differences in transportation conditions will 
always require the establishment and maintenance Ot 
commodity rates. Many thousands of such commodity 
rates are now in effect. This issue would seem to be 
unavoidable in the present case for the reason that the 
carriers themselves contend that the ratings which the 
suspended schedule proposes to change are virtually com 
modity rates, made by exception to the classification as 
a simple method rather than by publishing them sep- 
arately as regular commodity rates. They contend that 
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these commodity rates should now be abolished and the 
ratings restored to the regular classification basis. In 
this connection it should be noted, however, that in the 
case of carload shipments the proposed return is not to 
the regular Western Classification ratings, which would 
be third, fourth, fifth and class C, but to a different rating 
of fifth class and class C, and that, consequently, even 
in the proposed classification there still seems to be much 
of the commodity basis. 

Considering the change as one from a commodity to 
basis, there seems to be little in 
There is very little 


a pure classification 
the record to justify the change. 
discussion and less evidence regarding the considerations 
which ordinarily control in the question whether a classi- 
fication should be modified by the establishment 
of commodity rates. For example, the carriers assert that 
the amount of the traffic does not justify the maintenance 
of commodity rates, but they offer no evidence as to what 
The protestants, it may be noted, 


basis 


the present amount is. 
have submitted some evidence on this score, but only 
with reference to shipments from one point, Sacramento. 
We are accordingly left with insufficient data to determine 
whether the withdrawal of the commodity rates is in 
accordance with, or contrary to, the general practice re- 
garding the maintenance of class rather than commodity 
rates, or vice versa. Specifically, we find little informa- 
tion as to whether the conditions of the traffic in question 
have so altered as to make the commodity rates originally 
applied to the traffic now improper, unless it be the sug- 
gestion that because of the reductions in the class rates, 
applied by exceptions to the classification to these com- 
modities as commodity rates, the rates have become un- 
duly low. 

This leads to a still further aspect of the general 
problem which must be taken into consideration, namely, 
that of the amount of the rates apart from the form in 
which they are published. The carriers, while contending 
that the classification is improper, also distinctly contend 
that the rates themselves are too low. On this issue as 
to the reasonableness of the increased rates there is the 
same inadequacy of proof as in the case of the classifi- 
cation issue. The carriers allege generally that the Ne- 
vada rates are too low as compared with the Arizona 
rates; they introduce some testimony on the point that 
the service is a special and expensive one; and they point 
to the reductions which from time to time have been 
made in the class rates. Without discussing these con- 
tentions in detail, we may say that we cannot find in 
them, or in such evidence as is adduced in their support, 
an adequate justification for the very material increases 
in rates here proposed. Our conclusion, therefore, must 
be that whether the matter is considered from the aspect 
of abstract classification or from the aspect of the amount 
of rates applicable to the traffic in question, the respond- 
ents kave not sustained the burden imposed upon them 
by the law of justifying the proposed increase. Conse- 
quently, the ratfhes which the suspended schedule pro- 
posed to supersede, or corresponding commodity rates, 
must be maintained in force for a period of not less than 
two years. 

The Arizona Situation. 

As indicated above, the suspended schedule, item 53-D, 
of agent Gomph’s exception sheet No. 1-C, I. C. C. No. 119, 
affects rates both to Nevada and Arizona. At the time 
of its suspension, July 19, 1913, no protest was made on 
behalf of the Arizona shippers. Later, however, the Ari- 
zona corporation commission asked to be heard in the 


THE TRAFFIC WORLD 





801 








proceedings relating to the suspended tariff and appeared 
at the hearing and took an active part. 

The question is raised as to whether the suspended 
schedule would cause any increases in the Arizona rates. 
The carriers contend that it would not, and that the 
Arizona corporation commission is without any cause of 
complaint. This issue involves the consideration of a 
complicated series of tariffs which were published in the 
period from the time of the suspension of item 53-D until 
the early part of December, a few days before the hearing. 
The following summary of these tariffs will relate. first 
to the tariffs which apply to traffic between California 
points and points in Arizona on the Santa Fe, Prescott 
and Phoenix lines of the Atchison, Topeka & Santa Fe 
Railway and points on the Arizona Eastern Railroad 
(Phoenix and Hayden divisions). 

The suspended schedule was filed on June 16, 1913. 
At that time there were no commodity rates applicable, 
and the traffic to points on the lines just mentioned was 
covered by class rates governed by Western Classification 
and the exceptions thereto in item 53-C of agent Gomph’s 
exception sheet I. C. C. No. 119, which the suspended 
schedule proposed to supersede. The class rates to Phoe- 
nix and Prescott, Ariz., published in agent Gomph’s I. C. C. 
No. 11, were as follows, in cents per 100 pounds: 


From— 1 2 3 d 5 
PY SPOS 5 os os wand on-00 9h 223 188 167 151 124 
Liat’ MGR icc. .viwiias Bw 194 167 155 142 115 

From— A B Cc dD E 
nn a hs ck ee nd 133 107 97% 82% 79 
Ai SE 3 so weds cae eines 124 83% 77% 65% 63% 


Item 53-C provided less-than-carload rating of fourth 
class and a carload rating of class C on fresh fruits and 
vegetables. The suspended schedule, as above indicated, 
proposed to raise the ratings to first, second and third 
class for less than carloads and fifth class for carloads 
of fruits and vegetables rated higher than class C in 
Western Classification. Prior to the filing of this schedule 
proposing the change in rating, which was to go into 
effect on July 23, 1913, the carriers had filed a tariff to 
become effective July 15, 1913, Pacific Freight Tariff Bu- 
reau tariff No. 8-A, Gomph’s I. C. C. 138, materially re- 
ducing the class rates formerly carried in Gomph’s I. C. C, 
No. 11. The new class rates to the Arizona points de- 
scribed, illustrated by the rates to Phoenix and Prescott, 
were as follows: 


From— 1 2 3 4 5 
Se 9 exacts ereeesy 190 157 137 114 93 
FS. ES Ore er en ee 165 137 122 99 83 

From— A 3 Cc D oj 
Shr Pees ons oe RR ess 93 76 65 60 52 
LB PN isk oa 5 eds geo Ha hee 3 66 55 50 42 


In view of this reduction in the class rates the car- 
riers at the time of the suspension of item 53-D protested 
against the application of the suspension—that is, to the 
maintenance of the old classification—to these Arizona 
rates, but the Commission refused to make any exceptior 
to its suspension order. Consequently these reduced class 
rates went into effect on July 15 under the old classifi- 
cation. For example, the carload rate of class C became, 
in the case of shipments from Los Angeles to Phoenix 
and Prescott, 55 cents rather than 77% cents, the rate 
before July 15. It should be noted that this same tariff— 
No. 8-A, Gomph’s I. C. C. 138—also provided in item 195 
carload commodity rates to the principal destinations in 
Arizona on the lines mentioned. These commodity rates, 
however, did not become effective on the effective date of 
the tariff, for the reason that the tariff provided, gen- 
erally speaking, that they were to be applicable to fruits 
and vegetables specified in the current exception sheet 
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as taking fifth class, and on July 15 there was no fifth 
class rating in the current exception sheet. Their going 
into effect was still further postponed for the reason 
that the suspended schedule proposing this rating, which 
was to have gone into force on July 23, was suspended. 
The rates, therefore, continued to be the new reduced 
class rates under the old classification, and this condition 
obtained until Aug. 10, 1913, when supplement No. 4 to 
I. C. C. No. 138 went into effect. 

This tariff, applying between points in California, on 
the one hand, and points in Arizona and New Mexico on 
the other, established in item No. 6, under the heading 
“exceptions to the current Western Classification and cur- 
rent exceptions thereto,’ the ratings proposed in the 
suspended schedule; that is, first, second and third class 
on less-than-carload shipments, and fifth class on carloads 
of fresh fruits and vegetables rated higher than class C in 
Western Classification, class C remaining on vegetables so 
rated in Western Classification. The tariff was issued on 
short notice under special permission by this Commission 
upon representations by the carriers and on the condition 
that the rates which the tariff would make effective would 
not be higher than those in effect prior to the reductions of 
July 15. On carload shipments the ratings would in a 
number of instances have resulted in rates higher than 
the rates in effect before that date. This supplement 4, 
however, with its fifth class rating made applicable, the 
carriers contend, the commodity rates above mentioned, 
namely, those carried as item 195 in the first issue of the 
same tariff, I. C. C. 138. It may be remarked that there 
is some doubt as to whether under a strict interpretation 
of the wording of item 195 this supplement No. 4 did 
make the commodity rates applicable. However, they 
were clearly made applicable by supplement 6 of the 
tariff, effective Nov. 15, 1913. These commodity rates 
appear to be on te basis of the old class C rates prior 
to July 15; for example, the commodity rate from Los 
Angeles to Prescott and Phoenix is 77% cents, the old 
class C rate to the same points. A supplement effective 
October 22 -confined the application of the ratings pro- 
vided in item 6 to traffic only between points in Cali- 
fornia and points in Arizona. As to the less-than-carload 
shipments, supplement 4 as above indicated, established 
the suspended ratings of first, second and third class, 
applicable both to the Arizona and New Mexico traffic. 
This resulted in increase of rates contrary to the under- 
standing at the time the tariff was issued. This situation, 
however, when called to the carriers’ attention was cor- 
rected by items No. 411, 412 and 413 in supplement 8, 
effective Dec. 1, which made some reduction in the carload 
rates and provided commodity rates for the less-than- 
carload shipments on the basis of the class rates in effect 
prior to July 15, 1913. For example, the commodity rates 
to Prescott and Phoenix are now $1.51 from San Francisco 
and $1.42 from Los Angeles, the same rates as the old 
fourth class rates. 

The net result of the foregoing, both in the case of 
earload and the less-than-carload rates is this: The new 
classifications proposed in the suspended tariff have be- 
come effective by a subsequent tariff issued under the 
special permission of the Commission; the class rates 
have been reduced and are lower than those in effect 
at the time of the filing of the suspended schedule; the 
class rates, however, are no longer applicable, but their 
place has been taken by commodity rates which are in 
general on the same basis as the class rates in effect 
when the schedule was filed. The foregoing, it will be 
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understood, is simply an outline description of the tariff 
changes and does not purport to interpret the tariffs in 
detail. 


The tariff just described and the rates contained 
therein are the ones which were principally discussed in 
the hearing and in the briefs. Item 53-C of Gomph’s ex- 
ception sheet I. C. C. No. 119, which the suspended sched- 
ule proposed to supersede, applies; however, to lines serv- 
ing Arizona points other than the ones covered in those 
tariffs. The situation with reference to these other lines 
is in general as follows: 


The rates on fresh fruits and vegetables from Cali- 
fornia points to Arizona points on the Southern Pacific 
Railroad were, prior to July 15, 1913, class rates governed 
by the exceptions to Western Classification carried in 
Gomph’s exception sheet I. C. C. No. 119. Carload ship- 
ments, therefore, took the class C rate. Effective July 
15, the Southern Pacific published a tariff establishing 
commodity rates for carload shipments, straight carloads, 
of fresh fruits and also commodity rates on fresh vege- 
tables in straight carloads. These rates are in the main 
reductions from the class rates on straight and mixed 
carload shipments which prevailed prior to that time. 
Subsequent to the order of suspension another tariff was 
published, effective Nov. 5, 1913, which established com- 
modity rates on fresh fruits and vegetables in mixed car- 
loads. These commodity rates are the same as the class 
C rates above mentioned. There are no less-than-carload 
commodity rates to these destinations. The rates now 
applicable, consequently, are the fourth class rates. The 
tariff effective July 15, 1913, established fourth class’ rates 
which in most instances appear to be reductions under 
those previously in effect. The sitaution just described 
is illustrated by the following table of rates: 


TO ARIZONA POINTS ON SOUTHERN PACIFIC CO. (SOU. 
PAC. CO. I. C. C. NOS. 2965, 951, 3613, 3632). 


oo Gi? BCLS 6C.L? i C h.4 Ct. 
Yuma, Ariz., from— 
San Francisco ...... $0.67% $1.04 $0.54 $1.04 $0.67% 
_ Los Angeles ........ 40 96 .29 79 40 
Sentinel, Ariz., from— 
yan — er .81 1.23 .75 1.14 81 
wos Angeles ........ 56% 1.15 5 4 564 
Tucson. Ariz., from— : rs _ 
San Francisco ...... 91 1.45 91 1.14 .91 
Los Angeles ........ -76% 1.34 .70 .99 -76% 
Nogales, Ariz., from— 4 
© .95 1.00 
San Francisco ...... 1.00 1.45 1.42 
71.00 
Los Angeles ........ .90 1.34 .83 1.27 .90 
Fairbank, Ariz., from— 
© .95 1.00 
San Francisco ...... 1.00 1.45 1.37 
71.00 
Los Angeles ........ .90 1.34 .83 1.22 .90 
Cochise, Ariz., from— 
© .95 
San Francisco ...... .96 1.45 1,45 .96 
7 .96 
Los Angeles ........ 81% 1.34 81% 1.31 81% 
Bowie, Ariz., from— 
© .95 98 
San Francisco ...... .98 1.45 1.45 
7 .98 
Los Angeles ........ 83% 1.34 83% 1.34 83% 





®*Carload (class C) rates in force prior to July 15, 1913. 

* Less-than-carload (fourth class) rates in force prior to 
July 15, 1913. 

*Carload commodity rates on fresh fruits, straight carloads, 
and fresh vegetables, straight carloads, in force July 15, 1913, 
to present. 

* Less-than-carload (fourth class) rates in force July 15, 
1913, to present date. 

‘Carload commodity rates on fresh fruit and vegetables, 
mixed carloads, in force November 5, 1913, to present. 

* Vegetable rates. 

* Fruit rates. 


To Arizona points on the El Paso & Southwestern 
system, the Arizona Eastern Railroad (Cochise division), 
Arizona & New Mexico Railway, and the Morenci South- 
ern Railway the situation is as follows: In the case of 
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the less-than-carload shipments no commodity rates are 
applicable; the rates are class rates governed by Western 
Classification and Gomph’s exception sheet I. C. C. No. 
119, the shipments consequently taking the fourth class 
rate. Effective Oct. 1, 1913, rates were published which 
in some instances were reductions under those previously 
in effect. Carload shipments prior to Oct. 1, 1913, were 
in all instances governed by class rates and the ratings 
provided in Gomph’s exception sheet, shipments conse- 
quently taking class C rates. Effective on the date men- 
tioned, a tariff, Gomph’s I. C. C. No. 145, was published 
making material reductions in these rates. These rates, 
however, were not applicable, because the tariff published 
an item, No. 1, entitled “exceptions to current Western 
Classification and current exceptions thereto,” which pro- 
vided fifth class rates for straight or mixed carloads. 
This item is in violation of the order of suspension. The 
same tariff, effective October 1, however, established to 
some specified points commodity rates for straight carload 
shipments both of fresh fruit and of fresh vegetables, 
which were reductions from the class rates applicable 
both to straight and mixed carload shipments, effective 
prior to Oct. 1, 1913, but were advances over the class C 
rates as reduced by the tariff effective on that date. The 
situation just described is illustrated by the following 
table of rates: 
RATES TO ARIZONA POINTS ON EL PASO & SOUTHWEST- 
ERN SYSTEM, ARIZONA EASTERN R. R. (COCHISE DI- 


VISON), ARIZONA & NEW MEXICO RY. AND MORENCI 
SOUTHERN R. R. (GOMPH’S I. C. C. 69, 90 AND 145). 


[Rates on fruit apply on fresh fruit, carloads. Rates on 
vegetables apply on fresh vegetables, carloads. No commodity 
rates on mixed carloads of fresh fruit and vegetables. ] 

To— 


Less than car- 

load rates. 
co= ° 
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Carload rates. 
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to 
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commodity, 
1913 
Oct. 
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Cc prior 
present. 


1913, to present. 
1913, to present. 


Fifth Class, Oct. 1, 
modity, 


Prior to Oct. 1, 
Vegetables, 


Fruits, 
Oct 


San Francisco 

Los Angeles ....... 
Bisbee, Ariz., from— 

San Francisco . 

Los Angeles ....... 1.53 
Courtland, Ariz., from— 

San Francisco 1.66 

Los Angeles ....... 1.55 
Douglas, Ariz., from— 

San Francisco 

Los Angeles 
Dunean, Ariz., from— 

San Francisco 1.68 65 

Los Angeles ....... 1, .54 
Guthrie, Ariz., from— 

San Francisco 1.7 76 

Los Angeles 68 .65 
Clifton, Ariz., from— 

San Francisco 1. 1,82 .28 

Los Angeles 1.71 14% 
Morenci, Ariz., from— 

San Francisco .f 1.87 .30 

Los Angeles é 1.76 
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16% 1.4: 

It will be noticed of the tariff described above gov- 
erning rates to points on the Southern Pacific Railroad 
that the less-than-carload shipments are still governed 
by the class rates and would be affected by the change 
in ratings proposed by the suspended schedule. As to 
carload shipments, the class rates have been superseded 
by commodity rates, which for mixed carloads are on the 
basis of the old class C rates and for straight carloads 
are less. Consequently the change in classification would, 
as to carload shipments to the Southern Pacific points, be 
of no practical moment. 
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With reference to the Arizona situation, the carriers’ 
defense in general is, first, that the suspended schedule 
would cause no increases in rates, and that, consequently, 
the Arizona protestants have no real cause of complaint. 
This presumably refers to those instances in which com- 
modity rates have been published on the basis of or lower 
than the class rates in effect at the time the proposed 
schedule was filed. As has been seen above, however, 
this is not true of all the rates, and that in a number 
of cases the new classification would mean increased 
rates. In so far as the matter of classification is a real 
issue the carriers’ defense, described above, in the case 
of the Nevada situation, applies. 

The protestant, the Arizona corporation commission, 
appears not to be seriously concerned with the matter 
of abstract classification or the form in which the rates 
applicable to the traffic may be published, but to be in- 
terested solely in the amount of the rates. Its position, 
in short, is that not only are increases not warranted, 
but that the rates prevailing at the time the suspended 
schedule was filed are excessive. In the case of the ter- 
ritory served by the Santa Fe, Prescott & Phoenix lines of 
the Atchison, Topeka & Santa Fe and the Arizona & Hast- 
ern Railroad (Phoenix and Hayden divisions), it contends 
that the class rates in effect prior to July 15, 1913, now 
commodity rates, are excessive, and that the rates ap- 
plicable should be the reduced class rates, with the old 
classification. Using the Los Angeles-Phoenix rate as 
illustrative, it is contending for the 55-cent rate in effect 
from July 15 to August 10, rather than the 771%4-cent com- 
modity rate, now in effect, made on the basis of the old 
class C rate. It contends generally that even these re- 
duced rates are on a higher scale than those generally 
prevailing in the West for similar hauls. 

Comparison is made with the California-Oregon rates, 
the contention being that with respect to this traffic the 
Southern Pacific Co. is maintaining materially lower rates 
mile for mile than in the case of the Arizona traffic. In 
illustration it is pointed out that from Sacramento to 
Roseburg, Ore., a distance of 484 miles, a rate of 35 cents 
applies, while from Los Angeles to Tucson, a distance of 
502 miles, the present rate is 761%4 cents. It is pointed 
out that so far as grades, curves and density of traffic 
are concerned, the advantage lies with Arizona rather 
than with Oregon. The suggestion in the record by the 
carriers that the Oregon rates are influenced by local 
market cumpetition is replied to with the statement that 
similar market competition may be found in Arizona as 
the result of the production of fruits and vegetables in 
the Salt River Valley of Arizona and in the Verdi Valley 
in the vicinity of Prescott. Reference is also made to the 
publication for the Oregon traffic of commodity rates on 
fruits and vegetables lower than the class C rates. 

One exhibit filed by protestants contains a general 
comparison of a number of commodity rates on fruits and 
vegetables to a variety of points with class C rates to 
the same points, from which it is argued that commodity 
rates on this traffic are usually lower than class C. For 
example, from Springer, N. M., to Amarillo, Tex., the 
Atchison, Topeka & Santa Fe publishes a commodity rate 
of 45 cents, while its class C rate between these points 
is 83 cents. 

Another exhibit compares the mileage and rates from 
Los Angeles to Arizona points with the mileage and rates 
from Los Angeles to points such as Denver, Colo., New 
York, El Paso, Tex., and Tacoma, Wash., on shipments 
of citrus and deciduous fruits and vegetables. It shows 
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that the rate on vegetables to El Paso, a distance of 
1,098 miles, is 90 cents. This is contrasted with the rates 
to Hayden and Winkleman, Ariz., for hauls of less than 
half the distance, which are 93% and 94% cents, re 
spectively. 

Another table compares the rates from Los Angeles 
and San Francisco to Arizona points with rates from the 
same destinations to points in Colorado, Wyoming, Utah 
and mMontana. The comparison specifically indicated in 
the briefs is that of rates from Los Angeles and San Fran- 
cisco to Leadville, Colo., on a 24,000-pound minimum, of 
83 and 78 cents, respectively, which are less than rates 
to some of the representative Arizona points under a 
26,000-pound minimum, where the distances are approxi- 
mately one-third of the Colorado distances. 


On the matter of the increase in classification we 
must hold, for the reasons indicated above in the discus- 
sion of the Nevada situation, that the carriers have not 
justified the proposed change. Consequently, the ratings 
contained in the suspended schedule must be canceled and 
the old ratings, namely, class C for carloads and fourth 
class for less than carloads, or commodity rates equiva- 
lent to the rates in effect under these ratings at the time 
the suspended schedule was filed, must be maintained. 
With reference to the ratings contained in item 6 of 
supplement 4 to Gomph’s tariff, I. C. C. No. 138, effective 
Aug. 10, 1913, and in subsequent issues of this item, it 
may be observed that their purpose new seems to be 
merely to make effective the carload commodity rates, 
on the basis of the old class C rates, publised in Gomph’s 
tariff No. 8-A, I. C. C. No. 138; consequently, as they affect 
this result—that is, make the commodity rates applicable 
—they may be maintained even though as classification 
ratings they fall within our present prohibition. Item 1 
of Gomph’s I. C. C. No. 145, however, which, as above 
indicated, is, in its increase of the carload classification 
to fifth class, plainly in violation of the Commission’s 
order of suspension, should be canceled. 

This leaves for consideration the various commodity 
rates which have been established subsequent to the filing 
of the proposed scnedule, which are on the basis of the 
class rates applicable at that time, or are lower than 
those rates. The carriers contend that these rates are 
not in issue and have attempted no defense of them. 
Whether they are in issue or not we feel that the evi- 
dence submitted by protestants is not of the character 
to warrant a general finding that they are unreasonable. 
Consequently, as rates existing in another form for some 
time prior to the proposed increase, they should be al- 
lowed to stand. This, however, shall be without prejudice 
to further complaint as to their unreasonableness. 

An order in accordance with these conclusions will 
be entered. 


ORDER. 


It is ordered, That the carriers respondent herein, 
and designated in said tariffs, be, and they are hereby, 
notified and required to cancel, on or before May 20, 
1914, the rates, charges, practices and regulations stated 
in the schedules specified in said orders of suspension, 
in so far as they propose increases in the classification 
ratings on fresh fruits and vegetables from the points 
of origin to the points of destination named in said 
schedules; they are also hereby notified and required to 
eancel, on or before the same date, item No. 1 of the 
tariff F. W. Gomph, agent, I. C. C. No. 145, which effected 
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an increase in classification equivalent to one proposed 
in the schedules specified in said orders of suspension 

It is further ordered, That said carriers shall, with 
the exception indicated in the report, continue in force 
and for a period of not less than two years from said 
May 20, 1914, apply to the transportation of fresh fruits 
and vegetables from the points of origin to the points of 
destination named in the schedulés covered by said order 
of suspension classification ratings not in excess of those 
applicable from said points of origin to said points of 
destination in effect over the routes therein named on 
July 18, 1913, or equivalent commodity rates as stated in 
the report. 


COAL RATE TO ELMHURST 
CASE NO. 5822 (30 I. C. C., 71-84) 
HAMMERSCHMIDT & FRANZEN CO. VS. CHICAGO & 
NORTHWESTERN RAILWAY CO. ET AL. 


Submitted Oct. 15, 1913. Decided April 6, 1914. 

Proviso, lll., a terminal of the C. & N. W. Ry., within, but on 
the extreme outer edge of the Chicago switching district, is 
an interchange point at which the North Western receives 
coal from the Indiana Harbor Belt R. R., moving in course 
of through transportation from points east of the Indiana- 
Illinois state line to Elmhurst, Ill, a point beyond the Chi- 
cago switching district, three miles west of Proviso on the 
North Western. Upon complaint alleging that the rates 
from Chicago to Elmhurst are unreasonable and unduly 
prejudicial when applied as proportional rates from Proviso 
to Elmhurst, Held: 

1. That the relative situation of Elmhurst and Proviso is not 
different in principle from that presented where competitive 
points are in close proximity to one another but in groups 
from or to which different group rates apply. 

2. That while carriers may establish common rates to a defined 
zone or group of points and treat them all as a unit for 
rate-basing purposes, they do so subject to the inhibitions 
of the law against creating undue prejudice to points just 
without or beyond that zone. 

3. That the traffic here involved is through traffic, and the 
reasonableness of rates applicable thereto must be consid- 
ered in respect to the reasonableness of the through rates 
in their entirety. So considered, the through rates to Elm- 
hurst are not shown to be unreasonable in themselves, bu 
they are found to be unduly prejudicial against Elmhurst 
and unduly preferential to Chicago and Proviso. 

Bunge, Harbour & Chadwick for complainant. 
C. C. Wright and R. H. Widdicombe for Chicago & 

Northwestern Railway Co. 

A. P. Humburg for Illinois Central Railroad Co. 
W. L. Harper for New York Central lines. 

H. A. Cochran for Baltimore & Ohio Railroad Co. 
A. P. Burgwin for Pennsylvania Railroad Co. and 

Pittsburgh, Cincinnati, Chicago & St. Louis Railway Co. 
G. H. Kummer for Chicago & Eastern Illinois Rail 

road Co. 

Report of the Commission. 

CLARK, Commissioner: = 
Complainant, a corporation, is engaged at Elmhurst, 

Ill., in the business of retailing bituminous and anthra 

cite coal, shipped principally from mines in Pennsy] 

vania, West Virginia and Ohio. Its complaint alleges 
that defendants’ through rates from the producing sec 
tions mentioned to Elmhurst are unjust, unreasonable, 
unduly prejudicial to complainant, and unduly preferen 
tial to other coal dealers in the same vicinity. The 
prayer is for the establishment of just and reasonable 
rates for the future and reparation on past shipments 

Elmhurst is on the Galena division of the Chicago 

& Northwestern Railway, hereinafter referred to as the 

Northwestern, 15.8 miles from that company’s passenger 

terminal in Chicago. On the same line, intermediate to 

Elmhurst and 2.97 miles less distant from the Chicago 

passenger terminal, is Proviso. For greater convenience 

these distances will hereinafter be referred to as 16 and 


3 miles, respectively. Proviso is a part of the munici- 
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pality of Melrose Park, a suburb of Chicago, but it is 
chiefly known as a railroad point. The Northwestern 
has repair shops and extensive train yards at Proviso, 
and connection with the Indiana Harbor Belt Railroad, 
a belt or switching line, through the medium of which 
the Northwestern interchanges traffic with certain south- 
ern and eastern lines, including the coal-carrying roads. 

The rate to Chicago from the producing section 
mentioned is stated to be, in most instances, $2.10 per 
ton on bituminuos coal and $3.50 on anthracite. On 
bituminous coal the flat Chicago rate is applicable to 
Proviso and Melrose Park. On anthracite coal the rate 
to Proviso is constructed of the flat rate to Chicago plus 
the Northwestern’s local, or proportional, rate of 40 
cents per ton, minimum 60,000 pounds, from Chicago to 
Proviso, less $4 per car, regardless of weight, which 
latter sum is absorbed by the eastern carriers out of 
their earnings to Chicago. 

The Chicago rate does not apply to Elmhurst on 
either kind of coal, through rates from the mines being 
made on combination of the flat rate to Chicago plus 50 
cents per ton on bituminous coal and 60 cents per ton 
on anthracite coal. The latter factors are the local 
rates of the Northwestern, which, when applied to the 
remainder of the through haul from the mines, are des- 
ignated proportional rates. No part of the latter rates 
is absorbed by the carriers up to Chicago. 

There are Coal dealers located at Proviso and at 
Melrose Park with whom complainant must compete 
in the sale of coal to consumers in Elmhurst and vicin- 
ity. The excess over the Chicago rate gives rise to the 
complaint herein and raises, in respect to the rates to 
Elmhurst, two issues, which, having regard to their 
substance rather than their form, may be stated as fol- 
lows: (1) That the defendants’ rates from Chicago 
and junction points within the Chicago district which 
take Chicago rates are, when applied as proportional 
rates from Proviso to Elmhurst on shipments of coal 
originating east of the Indiana-Illinois state line, excess- 
violation of section 1 
rates 


ive, unreasonable and unjust in 
of the act. (2) That by charging to Elmhurst 
higher than to Chicago or Proviso in the amounts men- 
tioned, defendants are subjecting complainant and its 
coal traffic and other like traffic to Elmhurst, to undue 
prejudice and disadvantage, and are giving to dealers at 
Proviso undue and unreasonable preference and advantage 
in violation of section 3 of the aet. 

While the through rates are obviously drawn in 
issue, complainant has named but two of the originating 
roads in the region from which the coal is shipped. The 
coal-carrying roads entering Chicago are made parties, 
as are likewise all the carriers serving Elmhurst. The 
Northwestern assumed the burden of the defense. 


It is, of course, well known that there is no single 


fixed point which can be designated “Chicago” for all 
purposes and for all carriers whose lines reach that 
city. The designation means, and is understood to 


mean, as applied to any one of the several lines, either 
or all of the several terminals and interchange points 
of that line within certain defined boundary lines of a 
district commonly called the Chicago switching district, 
which includes, roughly speaking, a territory about 30 
miles long and 15 miles wide. The territory embraced, 
and the switching arrangements in force therein, were 
determined and have been worked out largely by the 
General Superintendents’ Association of the terminal 
carriers. From a more or less chaotic condition for- 
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merly obtaining when individual arrangements and inde- 
pendent charges for deliveries to points within this dis- 
trict were published and maintained by each of the ter- 
minal carriers there has been evolved what may be 
called a mutual scheme for effecting switching deliveries 
within that district. The scheme is based upon a sched- 
ule of reciprocal charges under which the terminal] car- 
riers switch for one another at substantially uniform 
rates or charges which are fixed regardless of the ex- 
tent or cost of the service performed. On general traffic 
rates published to Chicago from any shipping territory 
generally apply to private sidings and industria] de- 
livery tracks in that city. The arrangements are pub- 


lished and the district is defined in Agent Lowrey's 
tariff. 
This reciprocal arrangement, it should be here re- 


marked, is not applicabie to the situation at Elmhurst, 
neither are the benefits thereof invoked by complainant. 
It is referred to because it is pertinent in other respects. 

The arrangement described applies, as has been 
stated, to general traffic, but for reasons in the history 
of which it is not necessary to go at this time the ar- 
rangement has not been generally made applicable to 
shipments of coal, grain or live stock. The terminal 
lines’ arrangements for the delivery of coal and the 
charges therefor are published in the tariffs of the in- 
dividual lines, to which recourse must be had in order 
to ascertain the rate on coal to points within or beyond 
the Chicago district. 

Generally speaking, it may be said that the district 
within which switching arrangements on coal, at least 
on bituminous coal, are in effect, and the charges for 
which are included in the through rate to Chicago, is 
determined by the location of manufacturing industries 
on the lines of individual carriers and embraces what 
is commonly referred to as ‘industrial’ Chicago. While 
the limits of this district conform in a general way to 
those defined in Agent Lowrey’s tariff applying to gen- 
eral traffic, many variations are» made by the lines in 
their application tariffs, and the switching charges and 
absorption arrangements are quite dissimilar from those 
characterizing the arrangement on general traffic. 


The theory upon which the carriers thus make the 
bituminous coal rates apply to industries is that the 
inbound service is usually compensated by an outbound 
haul on manufactured products. When, as is frequently 
the case, receivers or dealers in bituminous coal are like- 
wise located at the same terminals as are manufactur- 
ing industries, the rate must, in order to avoid discrimi- 
nation, be applied to all alike. There are industries 
taking delivery at Proviso and Melrose Park, therefore 
coal dealers at those points get the benefit of the rate 
made applicable because of the location of the indus- 
tries. There is no manufacturing at Elmhurst, there- 
fore the carriers have not extended the Chicago rate to 
that point. 

It will conduce’ to a better understanding of the 
grounds of this complaint if we give to the local gitua- 
tion a somewhat more extended notice than the issues 
and incidents of this particular case may seem to de- 
mand. We need not, however, go beyond the scope of 
the situation as it affects the Northwestern and its rela- 
tion to the traffic involved. 
has three main lines radiating to 
the north and west of Chicago. The first of these ex- 
tends to Milwaukee and points beyond: The second 
or middle one extends in a northwesterly direction into 


The Northwestern 
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Minnesota and the Dakotas. The third extends in a 
westerly direction into Iowa and Nebraska. The 
Galena division, on which Elmhurst is situated, is 
a part of this latter line. The Northwestern has, with- 
in the Chicago district, several terminals and interchange 
points at which traffic is received from, and delivered 
to shippers or connecting lines, and to or from which 
in most instances Chicago rates apply on bituminous 
coal. 

Proviso is but one of these several terminals or 
interchange points. The only roads serving this point 
are the Northwestern and the Indiana Harbor Belt. 
Therefore all commercial coal for Proviso proper must 
be destined for delivery to receivers or dealers on the 
tracks of one or the other of those lines. Taken as a 
termina] or local point within the Chicago district, we 
have seen that the flat Chicago rate applies on bitu- 
minous coal to Proviso. When bituminous coal is des- 
tined for delivery to a receiver or dealer on the tracks 
of the Northwestern at Proviso the latter company, it 
is understood, receives only a switching charge. This 
delivery or switching charge of the Northwestern and 
the charge of the Indiana Harbor Belt for its haul up to 
Proviso, which is $6.50 per car, are absorbed by the coal- 
carrying roads out of their published rates to Chicago. 
On the other hand, when anthracite coal is destined for 
delivery to a receiver or dealer at Proviso, the through 
rate is made up of the rate to Chicago plus 40 cents 
per ton, out of which a delivery or switching charge of 
$4 is absorbed by the carriers up to Chicago. 


When, however, Proviso is taken as an interchange 
point between the Northwestern and the Indiana Har- 
bor Belt on coal destined to Elmhurst or other stations 
beyond, the adjustment of the freight revenue between 
the participating roads seems to be somewhat different 
than on a shipment to Proviso proper. Rates to points 
beyond the artificial boundary line of the Chicago dis- 
trict are made by combination of the rates to and from 
Chicago. Although Proviso, the actual point of inter- 
change, is distant only three miles from Elmhurst, it 
is, for rate-basing purposes, regarded as though it were 
a terminal in Chicago proper, 16 miles away, and ac- 
cordingly the Northwestern applies for the haul to Elm- 
hurst or other stations beyond its published rates from 
Chicago. These rates are not net to the Northwestern, 
however, for on traffic destined beyond Proviso the 
Northwestern, out of its revenue, joins in paying the 
charges of the Indiana Harbor Belt to the extent of 
$3 per car, while the carriers up to Chicago absorb the 
other part, or $3.50 per car. 


The rates charged by the Northwestern from Proviso 
on coal destined to Elmhurst or other stations beyond 
are those published in a tariff designated as “Local, 
joint and proportional freight tariff, naming rates on 
coal and coke, carloads, from Chicago,” etc., to stations 
in Illinois, Iowa and other states. The tariff names, 
however, but one rate on anthracite and one rate on 
bituminous coal from Chicago to Elmhurst. These rates 
apply alike on coal originating at Proviso and all other 
points in the Chicago district-at which the Northwestern 
receives coal, including its interchange points, ter- 
minals and docks, at which “ex-lake” or “dock” coal is 
received. In other words, the rate applicable on either 
kind of coal is a local rate or a proportional rate, ac- 
cording to whether the traffic is local or through. 

From all terminals and interchange points in the 
Chicago district at which the Northwestern receives coal 
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the rate to Proviso, local or proportional, is 20 cents 
per ton on bituminous and 40 cents per ton on anthra- 
cite coal. On traffic moving through Proviso to Elm- 
hurst the Northwestern applies, as a local or propor- 
tional beyond, the full local or proportional rate pub- 
lished from Chicago; that is, 50 cents per ton on bitu- 
minous and 60 cents per ton on anthracite. It may be 
stated that the record discloses no shorter haul under 
the local or proportional rate from Chicago than this 
three-mile haul from Proviso to Elmhurst. This situa- 
tion it is which gives rise to complainant’s contention 
that the rate from Proviso, being in fact a proportional 
rate for the remainder of a through haul, should be 
somewhat less than the full local rates published to 
apply from Chicago proper. 

The Northwestern’s tariff naming these rates also 
includes the Illinois scale of distance rates on coal, 
with the provision that if the use of such rates makes 
a lower charge on any shipment than the specific rates 
shown in the tariff, such lower charge will apply. The 
rates applicable for the distances here in question are 
as follows, in cents per ton: 

Bitumi- Anthra- 

From— Miles. nous coal. cite coal. 
Chicago (North Western passenger ter- 

minal) to Proviso 1 45 80 
Chicago (North Western passenger ter- 

minal) to Elmhurst 1 50 84 
Proviso to Elmhurst q 27 48 

It will be seen that for the distances in question 
the distance rates, except from Proviso to Elmhurst, 
are in each instance the same as or greater than the 
specific rates. Under the application of the tariff, spe- 
cific and distance rates are applicable from Proviso to 
certain destinations on the Northwestern in Illinois and 
Wisconsin, but such destinations do not include Elm- 


hurst or the stations immediately beyond. 

Complainant receives each year about 100 cars of 
anthracite coal and from 20 to 25 cars of bituminous 
coal, all handled by the Northwestern in regular local 
freight trains from Proviso. This coal comes from 
points in the states named and moves, not through Chi- 
cago proper, but through the outskirts of the city via 
the Indiana Harbor Belt Railroad to Proviso, where it 
is delivered to the Northwestern for the final haul to 
Elmhurst. The distance from the western limits of the 
Proviso yard to Elmhurst is not more than one mile. It 
should be stated that complainant is apparently under 
a misapprehension as to the application of rates on 
anthracite coal, in which he mostly deals. The Chi- 
cago rate, as we have seen, does not apply to Proviso 
on anthracite coal. 

It is alleged as evidence of the comparative unrea- 
sonableness of the coal rates that defendant North- 
western hauls feed from its Chicago terminals to Elm- 
hurst at a rate of 38 cents per ton, but we find upon 
reference to the tariffs no such rate applicable to inter- 
state traffic. The coal rate is also compared with a 
rate of 3 cents per 100 pounds on lumber, minimum 
charge $15 per car, alleged to be applicable from Chi- 
cago terminals to Elmhurst, out of which the North- 
western absorbs switching charges as high as $6. We 
do not, however, find any such rate on file with this 
Commission. Complainant contends that the rates ap- 
plied from Proviso to Elmhurst are unreasonable for 
the three-mile haul when compared with the applica- 
tion of like rates from the more distant points in 
Chicago and as compared with the lower rates from 
Chicago to Proviso. That furthermore the rates com- 
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plained of are unreasonable by comparison with the 
rates for the service actually rendered here—that is, for 

Upon brief, complainant also lays considerable 
stress upon the findings of the Railroad and Warehouse 
Commission of Illinois, following an investigation by 
that commission into the reasonableness of proposed 
increases in the rates on bituminous coal from certain 
producing points in southern Illinois to Chicago, Peoria 
and other northern Illinois points. The rates sought to 
be increased ranged from 75 cents per ton-for a haul 
of 191 miles to 98 cents per ton for a haul of 497 miles. 
The carriers proposed to increase these rates 10 to 12 
cents per ton. After thorough investigation the Illinois 
commission decided that the roads were entitled to 
somewhat higher rates and allowed a uniform increase 
of 7 cents’ per ton. Under the increased rates the rev- 
enue per ton-mile was 4.3 mills for a haul of 191 miles 
and 2.1 mills for 497 miles. It should be stated that 
the state commission’s investigation covered the roads 
hauling coal from producing points in southern Illinois 
and did not include an investigation of the service on 
the Northwestern. Complainant’s witness compares the 
revenue per ton-mile under the approved state rates 
with the revenue per ton-mile yielded by defendant’s 
rate for the service actually rendered here—that is, for 
the haul from Proviso to Elmhurst—and shows that after 
deducting the switching charge paid by the North- 
western to the Indiana Harbor Belt for the haul to 
Proviso the remainder of the charge from Proviso to 
Elmhurst yields, per ton-mile, 14.3 cents on bituminous 
coal and 17.9 cents on anthracite coal. 


But complainant, in thus comparing the per-ton- 
mile revenue yielded by the state commission’s rates 
for 497 miles over the lines of other carriers, alleges, 
on brief, that the Northwestern’s rates yields 40 times 
more revenue per ton-mile on bituminous coal and 50 
times more revenue on anthracite coal than the rates 
established by the Railroad and Warehouse Commission 
of Illinois as reasonable. The comparison gives no 
consideration to the circumstances and conditions of 
transportation from southern Illinois mines, which are 
obviously different from those attending the transporta- 
tion from Proviso to Elmhurst. Furthermore, it wholly 
ignores the principle that the revenue per ton-mile 
ordinarily decreases as the distance increases. Upon a 
short haul the per-ton-mile test has, as a rule, very 
little evidentiary value. Under the circumstances of the 
instant case it has no value. 


Perhaps the most satisfactory test of reasonable- 
ness that can be applied to the rates here attacked re- 
sults from an examination of the per-car revenues. The 
minimum carload weight under the tariff is 60,000 
pounds, and the rates of 50 cents on bituminous and 
60 cents on anthracite coal yield minimum per-car rev- 
enues of $15 and $18 per car, respectively. The usual 
loading is considerably in excess of these figures and 
the average per-car revenue correspondingly higher. 
From the gross per-car revenue we must deduct $3 per 
car paid by defendant to the Indiana Harbor Belt for 
the haul to Proviso. If we view the net per-car rev- 
enue as accruing for a switching service it seems high, and 
is high, compared with the per-car revenue on other traffic. If 
we view it as revenue accruing for a line haul, which 
defendant insistently contends it is, then the minimum 
per-car-mile revenue, after deducting the charge for the 
Indiana Harbor Belt, is equivalent to $4 and $5 per 
car-mile, respectively. 


THE TRAFFIC WORLD 


807 


Complainant’s coal business consists principally in 
retailing anthracite coal. It sells coal 3 or 4 miles to 
the west of Elmhurst, its nearest competitor in that 
direction being at Lombard, Ill. It cannot sell coal to 
the east because of the advantage which dealers at 
Proviso and Melrose Park have in the rate. Complain- 
ant’s witness testified that anthracite coal is bought at 
a track price f. o. b. Chicago; that is, that the custom 
is to deduct from the invoice price of the coal the 
freight charge up to Chicago, the remainder of the 
through rate from the mine or the rate from Chicago 
must be added to the cost to the local dealer. He 
testified that when the delivered price of anthracite 
coal was $6.75 per ton at Chicago it cost complainant, 
taking into consideration the 60-cent rate from Chicago, 
$7.35 to put it in the yard at Elmhurst. The anthracite 
coal, the cost of which is figured on this basis, as we 
understand the testimony, is retailed by the Proviso 
dealer at $8 per ton, which includes delivery within a 
radius of about 3 miles. Complainant retails and makes 
delivery at $8.25 per ton. The estimated cost of making 
delivery is 50 cents per ton within the 3-mile radius. 

The Proviso dealer must pay on anthracite, in ad- 
dition to the Chicago rate, 40 cents per ton. Out of 
the resulting freight charges $4 per car is absorbed re- 
gardless of weight. If we assume the average weight 
per car to be 80,000 pounds, the net rate to the Proviso 
dealer would be about 30 cents per ton on anthracite. 
Adding to the Chicago price of $6.75 per ton 30 cents 
for freight and 50 cents for delivery expenses would 
seem to leave the Proviso dealer a profit of about 45 
cents per ton. Computed on this basis, complainant, 
if it met the price made by the Proviso dealer, would 
have but 15 cents per ton profit. But it retails at 
$8.25, and its profit would seem, therefore, to be about 
40 cents per ton. 


It appears in the testimony of this case and in others 
that have been before us that it is the practice of pro- 
ducers or wholesalers of anthracite coal to equalize the 
prices within certain zones or districts according to the 
consumption or what is called weighted average. De- 
fendants’ witness testified that it was his understanding 
that Proviso was one of the points at which the 
Chicago delivery price was equalized on anthracite 
coal. It is possible, therefore, that complainant’s com- 
petitor at Proviso does get his coal at the flat Chicago 
rate and that his profit is accordingly greater than our 
estimate by 30 cents per ton; but, if so, it is not by 
reason of any application of the Chicago rate basis 
by the carriers. 


The basis is different with respect to bituminous 
coal. The carriers, as we have seen, make the Chicago 
rate apply to points within “industrial’ Chicago. By 
virtue of this arrangement Proviso gets its bituminous 
coal at the Chicago rate, while complainant at Elm- 
hurst must pay 50 cents per ton additional. Complain- 
ant’s witness testified that it felt the competition of 
Proviso in the sale of bituminous coal, but the testimony 
as to the extent of this competition is not very satis- 
factory. Complainant’s witness did not know at what 
prices the Proviso dealer sells bituminous coal, neither 
did he know with respect to either bituminous or an- 
thracite coal how much the Proviso dealer sells or to 
what extent the competition affected his own sales in 
Elmhurst. 

While the complaint in this case charges that the 
through rates to Elmhurst are unreasonable, in violation 
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of section 1, we regard that allegation more as a formal 
one. The real issue, as we view it, and as was prac- 
tically conceded at the hearing, is one of alleged undue 
discrimination or undue preference in the through 
rates to Proviso and Melrose Park as compared with 
Elmhurst. The practical question is: Do the carriers 
in their through rates unduly discriminate against Elm- 
hurst or unduly prefer Proviso; if so, what is the 
measure of that undue aiscrimination and preference? 

Complainant does not ask that Elmhurst be put on 
the Chicago basis. It admits that the through rates to 
Elmhurst should be somewhat higher than to Proviso, 
and suggests that the difference should not exceed 15 
cents on bituminous coal and 20 cents on anthracite 
coal. 

Defendants argue that in constructing through rates 
to points beyond Chicago, on coal moving through that 
gateway, it is not proper, nor was it ever intended, 
that the through rates from the mines to the points 
beyond Chicago should be constructed by using as a 
basing point the farthest point or terminal in the Chi- 
cago district to which, under the tariff nating the in- 
bound rates, the Chicago rate is applicable. In support 
of this contention they recite the restrictions of one of 
the tariffs providing for the application of the Chicago 
rates within the bounds of the Chicago switching dis- 
trict. In this tariff, which is said to be indicative of 
the general provisions of all, it is provided that the 
absorptions authorized and necessary to make the Chi- 
cago rate apply to the various terminals shall apply 
only on traffic unloaded from the cars at such points. 

Defendants say if, as an illustration, Proviso, being 
a point within the Chicago district to which in the reg- 
ular order of things Chicago rates apply, is to be made 
a basing point and through rates constructed on it to 
Elmhurst, because of the proximity or short distance 
from Proviso to Elmhurst, then the Commission would 
have to apply the same principle in constructing through 
rates on coal moving to a point in the north beyond 
the Chicago district, to which the distance from Proviso 
would be greater than the Chicago distance—that is to 
Say, as we understand it, where the distance from Pro- 
viso would be greater than from some other terminal or 
interchange point in Chicago. 





Such a principle of rate construction on traffic mov- 
ing through the Chicago gateway would, defendants 
argue, upset the entire adjustment between all points 
east, north, south, and west where the traffic originated 
at a point on one side of the district and moved 
through or around the district to a point on the other 
side. 

Such a method of constructing the through rate 
would mean, defendants’ witness testified, that Des 
Plaines, the most extreme point on the North Western 
in the Chicago district would become a basing point 
on traffic moving through that junction to points be- 
yond, and that on traffic moving to the south or east 
the rate would, under the North Western’s application 
of the Chicago rate, break on Indiana Harbor or Ivan- 
hoe, Ind., which are points in the extreme southeastern 
part of the Chicago industrial district. “It would mean,” 
asserts this witness, “that where a junction point hap- 
pened to be on the outer rim of the Chicago district 
and near to the destination a lower combination of 
rates would be figured to that destination than in con- 
nection with another combination of lines where the 
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junction points were in the opposite direction and away 
from the destination point.” 

The questions here presented are not different in 
principle from those which have come before us in 
cases involving the relationship of rates between points 
in one group as compared with rates from nearby 
points in another group taking lower rates. In South- 


‘western Missouri Millers’ Club vs. M. K. & T. Ry. 


Co., 22 I. C. C., 422, 424 [The Traffic World, Feb. 24, 
1912, p. 344], it was said: 

This Commission has often considered the propriety of 
group rates, having sometimes approved and sometimes disap- 
proved of existing groups. Its action has often been influenced 
by the fact that existing groupings were highly satisfactory 
both to the shippers and to carriers. We have always recognized 
that in the application of group rates a discrimination of neces- 
sity arose between the near and the far edge of the group; but 
have felt that in many cases this discrimination was not undue 
and therefore not unlawful. 

Whether, under the circumstances of such an ad- 
justment, the discrimination or preference is undue is 
one of fact to be determined from all the circumstances 
of the particular case. Muskogee Traffic Bureau vs. A. 
TT. & & FF By. Co. 17 1 -C. C., 360, 193.. [The Tesiie 
World, Dec. 11, 1909, p. 593.] 

Defendant states that there must be some point 
at which the extension or application of a rate must 
stop, and that is obviously true; otherwise, taking 
the present instance, the Chicago rate would be ex- 
tended indefinitely. 

The Chicago switching district viewed as a zone or 
group of points to which common rates apply rests 
more upon commercial and business requirements than 
upon transportation conditions. The reciprocal inter- 
change arrangement in that district is highly com- 
mendable in many respects. It makes for efficiency and 
expedition’ in the movement and interchange of carload 
traffic. It is advantageous to the public and the car- 
riers alike. The tariff situation under which it is 
now possible to ascertain and determine the application 
of rates and charges with a facility and certainty is a 
great improvement over former conditions. 


But while the group or zone principle of rate mak- 
ing is often of mutual advantage to shippers and car- 
riers and will not ordinarily be disturbed where the 
rates are reasonable and nondiscriminatory, yet the 
relative situation of contiguous points cannot be wholly 
disregarded in rate making without incurring the risk 
of creating unjust discrimination or advantage to the 
favored points. Carriers may lawfully make a rate 
applicable to a group of points within a defined zone 
and treat them all as one point tor rate-basing pur- 
poses, but the proximity of points just without or be- 
yond this zone cannot be ignored when the question of 
through rates to the latter points comes up for con 
sideration. Elmhurst, because of its proximity to Pro 
viso, and with respect to its position from a geographical! 
and transportation standpoint, might in this instance 
appear to be entitled to rates but slightly, if any, 
higher than those to Proviso. In Gilmore & Co. Vs. 
C. & .N.. W.. Ry. Co., 26 I. C. C,,. 403, (The Trafix 
World, Jan. 11, 1913, p. 114], we fixed for an additional! 
haul of 1% miles from Ravenswood to Rose Hill, both 
points within the Chicago district, a charge of 5 cents 
per ton, minimum $2 per car, above the Ravenswood 
rates. Applying the same ratio to the distance from 
Proviso to Elmhurst would result in a rate 10 cents 
higher than the rate to Proviso, with a minimum of 
$4 per car. The circumstances are different in the 
two cases, however, and the finding in the Gilmore Case 








to P 
the 

tachi 
that 
para 
with 
the 

It is 
must 
is ef 
thro 
catio 
ence 
Prov 


and 

Pent! 
Elm] 
pref 
the 

appl 
on ; 
on | 
cago 
who! 
price 
depr 
in t 
is a 
unde 
adva 
to ¢ 
by ; 


does 
has 

scril 
affer 
find 





April 25, 1914 


affords no controlling reason for the establishment of a 
rate from Proviso to Elmhurst based on that ratio. 
We are not insensible to the circumstances and 
conditions which have determined the boundaries of 
the Chicago switching district, but we do believe that 
the adjustment of rates here in question results in un- 
due preference to Proviso and disadvantage to Elmhurst. 
We do not see, in the light of this record, that the re- 
moval of the discrimination presents any insuperable 
difficulties, nor do we believe that the removal neces- 
sarily entails the dire consequences predicted by the 
defendants’ witness. Considered as a local movement 
from Proviso to Elmhurst, the North Western would 
be entitled to a reasonable compensation for the service 
rendered by it and to no more. If the haul from 
Proviso be viewed as a part of the through haul from 
the mines to Elmhurst the through rate must be con- 
sidered as an The traffic in question is 
through traffic be so considered, regardless 
of the manner in which the through rate is constructed. 
The plain, unmistakable requirement of the 
this through traffic shall be subject to 
and nondiscriminatory through rates. 


The and conditions of transportation 
to Proviso are not dissimilar in any physical sense when 
the traffic is destined for local delivery 
taching when it is destined beyond. It is not contended 
that the short haul from Proviso to Elmhurst is com- 
parable either in cost of service or operating difficulties 
with that from terminals in Chicago proper, from which 
the haul would be through a more congested district. 
It is obvious, that the through rate to Elmhurst 
must be the through whatever point interchange 
is effected. We cannot upon the evidence find that the 
through rates as such are unreasonable, but no justifi- 
cation is shown upon this record for so wide a differ- 
ence as exists in the through rates from mines to 
Proviso and Elmhurst. 


entirety. 
and must 


is that 
reasonable 


law 
just, 


circumstances 


than those at- 


too, 
same 


Upon all the facts of record 
and find that the present through rates from mines in 
Pennsylvania, West Virginia, Ohio, and Kentucky to 
Elmhurst are unduly prejudicial to Elmhurst and unduly 
preferential to dealers in 
the extent that the rates 
applicable to Chicago by 
on anthracite coal, 


we are of the opinion 


Proviso and Melrose Park, to 
to Elmhurst exceed the 
more than 45 cents per ton 
or by more than 35 cents per ton 
on bituminous coal, via any junction point in the Chi- 
cago. district. It may be that the practice of the 
wholesalers of anthracite coal in equalizing the delivered 
price on anthracite coal in the Chicago district will 
deprive complainant of the full benefit of the difference 
in the published rates as herein prescribed, but that 
fs a matter over which we have on control. We cannot 


undertake to equalize complainant’s commercial dis- 


rates 


advantages in this respect, and even should we attempt : 


to do so the coal operators could 
by a change in their practices. 
Complainant asks for reparation, but the 
does not establish that any specific damage or 
has been suffered by it. Furthermore, we 
scribing a new adjustment of rates. .It will doubtless 
affect other points than those here involved. We do not 
find that up to the present time the rates have been un- 
reasonable, and adhering to our rulings in former cases, 
no reparation should be awarded. Warnock & Co. vs. 
C. & N. W. Ry. Co., 21 I. C. C., 546, 557 [The Traffic 
World, Nov. 25, 1911, p. 895]; New Pittsburgh Coal Co. 


nullify the results 
record 
injury 
are pre- 
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vs. H. V. Ry. Co., 26 IL C. C., 121, 125 (The Traffic 
World, Feb. 22, 1913, p. 482]; Youngstown Sheet & Tube 
Co. vs. P. & L. E. R. R. Co., 27 I. C. C., 165, 168 [The 
Traffic World, June 21, 1913, p. 1322]; Iowa Cities Case, 
28 I. C. C., 64, 76 [The Traffic World, Aug. 2, 1913, p. 
254]. 

The Indiana Harbor Belt Railroad is not a party 
defendant. Neither have we before us al] the coal- 
carrying roads originating or participating in the trans- 
portation of this traffic and we could not, therefore, 
make an order upon this record requiring the estab- 
lishment of joint through rates. 

Notwithstanding what has been said in respece to 
the local situation it should be understood that we 
have not considered this case from the standpoint of 
local transportation of interstate traffic from Proviso to 
Elmhurst, but as through transportation. What we 
have’ said apropos of absorptions and divisions was by 
way of description and is not to be construed as ex- 
pressing any view as to how much the North Western 
might properly receive for its part of a reasonable 
through rate for the through haul. We think that joint 
through rates from the mines, or a specific basis of pro- 
portional rates to and from Chicago can be established to 
Elmhurst which will give effect to our findings herein 
without disturbing the rate adjustment in the Chicago 
district. We shall leave defendants to make the readjust- 
ment in whatever way they prefer upon condition that the 
rates herein found reasonable and nondiscriminatory 
be established within 60 days. If this is done an order 
will be entered discontinuing this proceeding. If not 
done the Commission will take such further action 
as May seem necessary in the premises. 


COAL RATE REASONABLE 


Se 


CASE NO. 4762 (30 I. C. C., 89-92) 
POEHLMAN BROTHERS CO. VS. CHICAGO, MILWAU- 
KEE & ST. PAUL RAILWAY CO. 

Submitted Oct. 26, 1912. Decided April 6, 1914. 
Defendant's rate of 40 cents per ton, applicable from Galewood, 
Ill, to Morton Grove., IIL, on interstate shipments of coal 
received from connecting lines at the former point not 
shown to be unduly discriminatory or prejudicial The 
traffic involved is through traffic. The through traffic is not 
drawn in question, nor are the participating carriers made 
defendants. The Commission therefore declines to express 


any opinion upon the question of the reasonableness of the 
rate under attack. Complaint dismissed. 


' 
M. F. Gallagher for complainant. 


O. W. Dynes for defendant. 
Report of the Commission. 


CLARK, Commissioner: 

Complainant corporation is engaged in the business 
of growing flowers and plants, and has extensive green- 
houses at Morton Grove, Ill., from whence it delivers 
flowers and plants in the city of Chicago and vicinity, and 
distributes to other points throughout the country. The 
complaint involves defendant’s rate for the transportation 
of bituminous coal from Galewood, an interchange point 
and train yard of defendant within the Chicago switching 
district, to Morton Grove. This rate, which is 40 cents 
per net ton, is alleged to be unreasonable and unjustly 
discriminatory. 

Morton Grove is on the Milwaukee division of defend- 
ant’s railroad, about 3 miles beyond the corporate limits 
of Chicago, and about 5 miles beyond defendant’s Chi- 
cago switching limits. It is about 12 miles from Gale- 
wood, at which interchange point defendant receives coal 
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from connecting lines. The traffic in question is moved 
from Galewood about 3 miles eastwardly to Pacific Junc- 
tion, from whence it is transported about 9 miles to 
Morton Grove. 

Complainant uses about 30,000 tons of bituminous coal 
annually, of which, as it appears from the record, about 
75 per cent comes from West Virginia or other producing 
sections east of the Illinois-Indiana state line. There are 
no joint rates from the producing section to Morton Grove, 
through rates being constructed by the combination of 
rates to and from Chicago. On coal moving from West 
Virginia mines the rate to Chicago is $2.05 per net ton. 
This rate applies to Galewood. No part of the 40-cent 
rate from Galewood to Morton Grove is absorbed by the 
lines up to Chicago, and the through rate from West Vir- 
ginia mines is, therefore, $2.45 per ton. The rate to 
Morton Grove includes switching and delivery on com- 
plainant’s sidetracks. 

Complainant alleges that it is unjustly discriminated 
against by reason of the fact that other florists in the 
same vicinity enjoy lower rates. It appears from the 
record that within a radius of 25 miles of Chicago there 
are numerous growers of flowers, with whom complainant 
is in competition. These competitors are located, how- 
ever, chiefly upon the lines of the Chicago & Northwestern 
Railway Co., at Park Ridge, Desplaines, Maywood, Oak 
Park, Weber and Greenwood avenues, All these points 
are in Cook County, Illinois, and are accorded the Chi- 
cago rate on coal, although some of them are more dis- 
tant from the Chicago transfer point than Morton Grove 
is from Galewood. To the following points on defend- 
ant’s line in Cook County, Illinois, a rate of 20 cents per 
ton applies on coal from Galewood: Mayfair, distance 7 
miles, and Grayland, distance 5.9 miles, which are points 
intermediate to Morton Grove. Other points to which the 
20-cent rate applies are Fullerton avenue, 7.3 miles; Addi- 
son street, 8.8 miles; Deering, 7.7 miles; Buena Park, 
9.6 miles, and Division street, 7.8 miles. Of this 20-cent 
rate the originating carriers absorb $4 per car of 30 tons 
and 10 cents per ton for all weight in excess of 30 tons. 

It does not appear, however, that there are any 
florists receiving co2l at any of the last-mentioned sta- 
tions; in fact, it appears from the record that there are 
no growers of flowers on defendants’ line who receive 
coal under the same circumstances and conditions as 
complainant who have a lower rate than complainant. It 
is shown that some other growers of flowers pay a lower 
rate to the point at which their coal is delivered, but 
they are located within the Chicago switching limits on 
the line of the Chicago & Northwestern and are served 
by that carrier and not by defendant. 

Complainant contends that the rate of 40 cents is 
unreasonable to the extent that it exceeds 10 cents per 
ton. In support of this contention it compares the rate 
of which complaint is made with the rates to points within 
the Chicago switching district, which rates, or the charges 
accruing thereunder, are usually absorbed, in whole or 
in part, by the carriers up to Chicago. Comparison is 
also made with the rates to the other points mentioned 
on defendants’ line in Chicago, to which, as stated, the 
rate is 20 cents per ton, out of which the lines up to 
Chicago absorb $4 per car of 30 tons and 10 cents per 
ton on all weight in excess of 30 tons, so that to the 
latter points the net rate is about 10 cents in excess of 
the rate to Chicago. Complainant also compares the 40- 
cent rate to Morton Grove with the rates in effect from 
Chicago junctions to points on other lines. 
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Defendant contends that the 40-cent rate to Morton 
Grove covers a line haul, and for that reason is not 
fairly comparable with reciprocal switching charges or 
with ordinary switching charges which apply to indus- 
tries at some of the points with which complainant 
makes comparison; that reciprocal services usually result 
in mutual benefits to the carriers participating therein 
and in which the public is not directly interested, and 
which are not susceptible of measureemnt in dollars and 
cents on the basis of tonnage and distance. It argues 
that the Illinois distance tariff rate, which is 45 cents 
per ton for 10 to 15 miles, is a better and more reason- 
able comparison to make with the rate to Morton Grove. 

Defendant contends that Mayfair and Grayland are 
within its own Chicago switching limits, and that there- 
fore the rates to those points should not be compared 
with the rates to points outside of such limits. Com- 
plainant, however, is not asking that the switching limits 
be extended to include Morton Grove. Its charge is that 
the local rate of 40 cents per ton is, when applied to 
interstate shipments, unreasonable and unduly prejudicial. 
The evidence shows that cars of coal consigned to com- 
plainant are brought to its plant by regular local freight 
trains which pass Morton Grove daily. It is not shown 
that other or different service is required than at May- 
fair or Grayland. The record contains no evidence as 
to the cost to defendant of moving coal from Galewood 
to Morton Grove, and defendant states that it is imprac- 
ticable to make any estimate of such cost. It is shown 
that the movement is through a congested section of the 
city and over a portion of line that carries very heavy 
tonnage. The same is true, however, of deliveries of 
coal to Buena Park, Edgewater, and other points on 
defendant’s Evanston division which receive coal from 
Galewood. 

Complainant has made the delivering line the only 
defendant herein. It asserts in its petition that a just 
and reasonable rate for the haul from Galewood to Mor- 
ton Grove would not exceed 10 cents per ton. Its witness 
testified at the hearing that it was not asking that Morton 
Grove be brought within the Chicago switching district 
“at this time.” Assuming that the published rate from 
Galewood to Morton Grove measures the full amount of 
revenue which is, or would be, received for the service 
and that the average car of coal weighs 40 tons, or even 
50 tons, defendant, under the rate which complainant 
asserts would be just and reasonable, would receive not 
more than $5 per car for the service, or less than its 
reciprocal switching charge. 

While, as stated, only the delivering line is made a 
party defendant, the comparisons made by complainant 
are nearly all with respect to through rates, or factors 
of through rates, from points of origin to destinations 
within, or just beyond, the Chicago switching district. 
The adjustment of rates within this general district is 
an exceedingly complex one. Ordinary prudence dictates 
that we should not prescribe a change in this adjustment, 
or require a reduction in any specific rate therein, except 
after careful examination of all the facts, both with 
respect to the rate itself and also its relation to the gen- 
eral adjustment. 

Upon the record it clearly appears that complainant 
is not discriminated against by defendant. 


The traffic in question is through traffic. The rate 


specifically attacked, although a separately established 
rate of the delivering line, cannot be considered entirely 
apart from its relationship to the through rate for the 
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through haul from interstate points of origin. Some 
regard must be had to the measure of the through rate 
as an entirety, and neither the through rate nor the car- 
riers responsible for it and participating in it are before 
us in this proceeding. 

Considering the absence of evidence as to the reason- 
ableness of the through rate, and the unsatisfactory evi- 
dence as to the separately established rate under attack, 
we must refrain from expressing any conclusion upon the 
reasonableness of either rate. The complaint must be 
dismissed, and it will be so ordered. 


ORDER. 


It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


WHEAT INCREASE DENIED 
Il. AND S. NO. 286 (30 I. C. C., 93-97) 
WHEAT RATES FROM OKLAHOMA POINTS TO MEM- 
PHIS, TENN., AND OTHER POINTS. 
Submitted March 5, 1914, Decided April 14, 1914. 
Proposed increased rates on wheat and grain products taking 
the same rates, from points in Oklahoma to Memphis, Tenn., 
not justified. 

Wallace T. Hughes and W. F. Dickinson for Chicago, 
Rock Island & Pacific Railway Co. and Chicago, Rock 
Island & Gulf Railway Co. 

Thomas Bond for St. Louis & San Francisco Railroad 
Co. 

Charles Rippin for Merchants’ Exchange of St. Louis. 

W. V. Hardie for Oklahoma Traffic Association. 

C. V. Topping for Southwestern Millers’ League. 

Geo. A. Henshaw and L. Bennett for corporation com- 
mission of Oklahoma, 


Report of the Commission. 
BY THE COMMISSION: 

The Chicago, Rock Island & Pacific Railway Co. and 
the St. Louis & San Francisco Railroad Co., by tariffs 
filed to become effective July 31 and Sept. 8, 1913, re- 
spectively, seek to increase the rates on wheat and grain 
products taking the same rates, approximately 21% cents 
per 100 pounds from points in Oklahoma west of Okla- 
homa City to Memphis, Tenn., and points taking the Mem- 
phis rate. Upon protests filed by the corporation com- 
mission of Oklahoma, the Oklahoma Traffic Association 
and the Southwestern Millers’ League these tariffs were 
suspended until May 28, 1914. The protests were prac- 
tically all filed in the interest of the Oklahoma millers. 

At the present time most of this Oklahoma wheat 
moves to Memphis under a blanket rate of 20 cents per 
100 pounds. A few points outside the blanket territory 
take slightly higher rates. Under the suspended tariffs 
it is proposed to divide the state into two sections and 
to increase the rate to 22% cents from points west of 
Oklahoma City, not disturbing the rates from the other 
part of the state, except to grade a few points up to the 
increased rate. The present rates have been in effect 
since Aug. 26, 1908, except from a few points located on 
originating lines other than respondents’, The Chicago, 
Rock Island & Pacific Railway, hereinafter referred to 
as the Rock Island, is the short line to Memphis by ap- 
proximately 100 miles, and it has taken the active part 
in assuming the burden of justifying this increase. 

When the Choctaw, Oklahoma & Gulf, now a part of 
the Rock Island, first operated from Oklahoma points to 
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Memphis, the’ record shows it published a 17-cent rate 
on flour to the Memphis gateway. Several years later 
this rate was increased to 20 cents, and subsequently the 
rates were made as high as 25 cents from some points, 
but the majority of the rates were not increased above 
22% cents. This-adjustment caused many complaints, and 
a conference was held which was participated in by the 
attorney-general of Oklahoma, the millers and the repre- 
sentatives of the carriers. It was agreed at that con- 
ference that the rates were too high, and as a result 
the 20-cent blanket rate which was asked for by shippers 
was established by both the Rock Island and the St. Louis 
& San Francisco from all points in Oklahoma, with the 
few exceptions heretofore noted, to Memphis. 

In attempting to justify the proposed increased rates 
respondents contend, first, that this 20-cent blanket rate 
was put in as a result of a misunderstanding between the 
attorney-general of Oklahoma and the officials of the car- 
riers; second, that St. Louis (Mo.) grain interests have 
complained of the present rates on grain from Oklahoma 
points to St. Louis, declaring that they are discriminatory 
against them in favor of Memphis. The rate from Okla- 
homa City to St. Louis on grain and grain products is 24% 
cents, and the short-line distance is 542 miles, via the 
St. Louis & San Francisco; but this rate increases or 
decreases according to distance from other points of ori- 
gin in Oklahoma. The short-line distance to Memphis 
from Oklahoma City is 487 miles, and the present rate 
20 cents. Third, it is contended that the proposed rates 
are not unjust or unreasonable. 

A representative of the Merchants’ Exchange of St. 
Louis, which body supports the carriers in their proposal 
to make this increase, testified that before 1908 there 
was some movement of wheat to St. Louis from Oklahoma 
points. The Oklahoma crop comes on before that of 
Kansas and the northern wheat-producing states, and a 
portion of such early wheat was ’for some years pur- 
chased in St. Louis. This business from Oklahoma has 
been eliminated since the Memphis rate was reduced to 
20 cents, without a corresponding reduction to St. Louis. 
Several attempts have been made by St. Louis interests 
to have the carriers equalize these markets by reducing 
the Oklahoma-St. Louis rate to the Memphis basis, but 
in every instance they were informed by the carriers 
that they could stand no reduction in their revenues. St. 
Louis has always contended that its grain rate from 
Oklahoma was too high, and, as a means of affording 
some relief, it was suggested to the carriers that they 
restore the relationship which existed prior to 1908. After 
a conference this proposed adjustment from points west 
of Oklahoma City to Memphis was decided upon. 

The evidence introduced by the protestants is sub- 
stantially as follows: It is denied that the publication 
of the 20-cent rate was the result of any error or mis- 
understanding, but they allege that it conformed to the 
agreement reached at the conference in 1908. They fur- 
ther show that the principal grain fields of Oklahoma are 
in the western part of the state, and the principal market 
for wheat is in that state, but that some small amount 
is shipped to Kansas and a little to Texas. There is a 
period of about three weeks in the first of the season 
when wheat might move to St. Louis, but that city draws 
its wheat principally from Kansas, Missouri and Illinois; 
and, even when the higher rate was in effect to Memphis, 
there was a very slight movement to St. Louis. From 
60 to 75 per cent of the wheat raised in Oklahoma is 
milled in that state, and there were about 50 mills in 
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operation last year. The products of the grain are gen- 
erally sold in Oklahoma, in Arkansas, in the Southeast 
through the Memphis gateway and, to a small extent, in 
Texas. It is contended that Memphis is practically the 
only gateway through which Oklahoma can ship its sur- 
plus product, and that the increased rate would have 
the effect of shutting down some of the mills and cur- 
tailing the output of all of them, as the millers could 
not meet the competition from Illinois, Indiana, Tennessee, 
Kentucky, lowa, Kansas and Missouri on business to the 
Southeast. Oklahoma millers are in a kind of a pocket; 
north of them is Kansas, a great wheat-producing state; 
they cannot go west because the market there is supplied 
by Kansas and Colorado mills; they cannot go south be- 
cause to the Texas markets there is a 5-cent differential 
on flour over wheat, and, therefore, the only possible 
market for their surplus product is the Southeast through 
the Memphis gateway. Oklahoma millers are not inter- 
ested in the relative rates between St. Louis and Mem- 
phis; they are concerned only in the Memphis rate. 

Regardless of whether the present adjustment of 
rates was the result of an error, we are of the opinion 
that respondents are not in a position to seriously urge 
that contention in justification of the proposed increase. 
Traffic has moved on these rates for more than five years, 
and no proof that they are unreasonably low or that 
they are unremunerative is presented by the carriers. 
They presented no evidence tending to show the density 
of the traffic from Oklahoma points to Memphis or 
whether there has been an increase or decrease in the 
tonnage of wheat and grain products. 

All of the exhibits introduced by respondents purport 
to show that the proposed rates are reasonable, and their 
argument is directed to an equalization of the St. Louis 
and Memphis markets. Most of their comparisons are 
made with the present 24%-cent rate from Oklahoma 
points to St. Louis via the short-line route, which yields 
the St. Louis & San Francisco a per-ton-mile revenue of 
about 9 mills. 


The Rock Island is in a rather unusual position here. 
It is asking that it be allowed to increase its rate to 
Memphis to permit the movement of wheat to St. Louis, 
thus allowing it to compete in business at a much lower 
rate per ton-mile than it is receiving for the traffic moving 
to Memphis. The distance from Oklahoma City via the 
Rock Island to St. Louis is 706 miles, and the rate of 
24% cents yields a per-ton-mile revenue of 6.9 mills. Its 
present per ton-mile revenue is 8.3 mills on traffic moving 
from Cklahoma City to Memphis. 


In attempting to remove the alleged discrimination 
against St. Louis by increasing the rates to Memphis, 
respondents have introduced no evidence to show that 
the higher rates to St. Louis are reasonable. They have 
assumed that the rates to St. Louis from Oklahoma points 
are reasonable, and the value of the service to the Okla- 
homa millers does not seem to have been taken into 
consideration. The record shows that these millers com- 
pete in the Southeast through the Memphis gateway with 
millers from Iowa, Kansas, Missouri, Nebraska and other 
states, and that the rates they have to pay at present 
compare favorably with those from other milling points. 
The average short-line distance from 37 points in Okla- 
homa on the Rock Island and St. Louis & San Francisco 
to Memphis is about 555 miles, and the present average 
rate is 20.7 cents per 100 pounds, yielding a per-ton-mile 
revenue of 7.5 mills. The proposed increases from the 
same points would yield a per-ton-mile revenue of 8.3 
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mills. The average short-line distance to Memphis from 
33 points in Kansas on 5 different railroad systems is 
534 miles, and the average rate is 21.3 cents, yielding a 
per-ton-mile revenue of 8 mills. The rate from Omaha, 
Neb., to Memphis is 19 cents. The short-line distance 
is 684 miles and the revenue per ton-mile 5.6 mills. The 
rate from Kansas City, Mo., to Memphis is 18 cents, 
the short-line distance 484 miles, and the per-ton-mile 
revenue 7.4 mills. There are also proportional rates from 
points in Iowa, Kansas, Missouri and Nebraska which 
are lower than the rates above named; for example, the 
proportional rates from Omaha and Kansas City to Mem- 
phis are 15 and 14 cents, respectively, yielding a per-ton- 
mile revenue by the short line of 4.4 mills and 5.8 mills. 
There are no proportional rates from Oklahoma points 
to Memphis, but the Oklahoma millers are in competition 
as pointed out above, with the millers from these points 
for business in the Southeast. 

A report filed by the Rock Island with the corporation 
commission of Oklahoma shows that its average haul on 
interstate grain for the year ending June 30, 1912, was 169 
miles, and the average revenue per ton-mile on this traffic 
was 5.9 mills. The average haul on flour shown in the 
same report was 301 miles, and the average revenue 5.8 
mills per ton-mile. The average distance to Memphis 
from 22 representative points on the Rock Island here 
involved is about 570 miles, and the present average rate 
of 20.5 cents yields a per-ton-mile revenue of 7.2 mills. 

The comparisons hereinbefore set forth do not seem 
to indicate that the present rates from Oklahoma points 
to Memphis are unreasonably low. 

Upon all the facts and circumstances of record, we 
are of the opinion that respondents’ endeavor to equalize 
the alleged discrimination against St. Louis is not suffi- 
cient justification for the increase ip their rates to Mem 
phis. An order will be entered requiring the maintenance 
of the present rates as maxima for a period of not less 
than two years. 


ORDER. 

It is ordered, That the carriers respondents herein 
and designated in said tariffs be, and they are hereby, 
notified and required to cancel, on or before May 238, 
1914, the rates, charges, regulations and practices stated 
in the schedules specified in said orders of suspension in 
so far as they apply to interstate traffic. 

It is further ordered, That said carriers shall con- 
tinue in force and for a period of not less than two 
years from said May 28, 1914, maintain and apply to the 
transportation of the traffic described in said schedules 
from the points of origin to the points of destination 
named in the schedules covered by said orders of sus 
pension in so far as said schedules apply to interstate 
traffic, rates not in excess of those applicable from said 
points of origin to said points of destination over the 
routes therein named in effect on July 30, 1913. 


UTILITY COMMISSION UPHELD. 

Circuit Judge Cave, at St. Louis, has sustained the 
ruling of the Missouri Public Service Commission, which 
had ruled the St. Louis & San Francisco Railroad could 
not charge interstate rates for shipments from Missouri 


points to Commerce, Mo., which were then carried outside- 


of the state by river. The suit was brought by the re 
ceivers of the Frisco against the public service commis- 
sion and B. Johnson & Son, and asked the records of 
the public service commission in the case be certified to 
the Circuit Court for review. 
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No. 206.—October Term, 1913. 

LAURA G. WHITE, APPELLANT, VS. ISLAND TRANS 
PORTATION CO. APPEAL FROM THE DISTRICT 
COURT OF THE UNITED STATES FOR THE WEST- 
ERN DISTRICT OF WASHINGTON. 

[April 13, 1914.] 

Devanter 

court. 


Mr. Justice Van delivered the opinion of the 

While a passenger on the steamboat Fairhaven, ply- 
ing upon Puget Sound, Laura G. White sustained a severe 
personal injury in being caught or thrown by a rod, 
ealled a hog-chain, extending through the deck and con- 
necting with the paddlewheel. To recover for the injury 
she brought an action against the Island Transportation 
Co., the owner of the vessel, in the Superior Court for 
Washington, naming $21,- 
350.87 as her damages. The owner then filed a libel or 
petition in the District Court of the United States for 
that district to secure the benefit of the statute, limiting 
the liability of vessel owners. Rev. Stat. §§ 4283-4285; 
Admiralty Rules, 53-57, 210 U. S., 562. The petition re- 
in the state court, and alleged that 
the damage claimant was insisting that her injury was 
caused by “the and negligence of the em- 
of the owner in handling the vessel, in not fur- 
passengers with safe and proper facilities, 
informing them of dangerous conditions. It 
also alleged that the was injured through her 
own negligence, -without any fault in the construction, 
equipment, management, control or care of the vessel, and 
especially without the privity or knowledge of the owner; 
was a valid and meritorious defense to the 
and that the value of the not exceed 
$10,000. The petition, while insisting upon the right of the 
owner, under admiralty rule 56, to contest its liability 
and that of the vessel in that proceeding, prayed for an 
appraisement. of the vessel and her pending freight, for 
an order for the payment of the amount of the appraise- 
ment into court or the giving of a stipulation with sure- 
ties for such payment whenever required, for the isSuance 
usual form and upon the usual 
order restraining the prosecution of 
the action in the state court, for a decree limiting the 
owner's liability, if any, and for other appropriate relief. 
Although laying no special basis for it, the petition also, 
in a general way, indicated that the owner apprehended 
other claims and actions of a like character, and the 
prayer for the monition and relief was so framed as to 
include them. After other steps in the proceeding which 
need not be noticed, the claimant answered alleging, in 
substance, that her claim was founded solely upon the 
owner’s negligence in that the hog-chain was part of the 
construction of the vessel, and, with the knowledge and 
acquiescence of the owner, was negligently left unboxed, 
uncovered and unguarded so that it endangered the pas- 
sengers when upon the deck, in the place regularly as- 
signed to htem, and that her injury was caused by such 
negligence and not by any fault of her own. In addition, 
the answer contained this paragraph: “8th. The respond- 
ent further alleges that the facts are such that the peti- 
tioner is not entitled to take the benefit of the limited 
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liability acts, and joins issue with the petitioner thereon 
and asks that the court determine this question before 
it proceeds further in the said matter.” The claimant 
also moved to dismiss the proceeding for want of juris- 
diction, upon the ground that the pleadings showed that 
the injury was attributable to negligence of the owner, 
and that the petition disclosed but one claim and laid 
no basis for apprehending the existence of others. The 
motion to dismiss was overruled, and an exception re- 
served. The claimant elected to stand upon the motion 
and refused to move further in the proceeding, whereupon, 
proof of the allegations of the petition “being waived,” 
a final decree was entered fof the owner adjudging that 
the claimant take nothing by the proceeding. This appeal 
followed, and a certificate was granted showing the 
grounds of the motion, the court’s ruling, and the excep- 
tion. See Judicial Code, $238. 

The objection that the court was without jurisdic- 
tion, because the pleadings showed that the damage was 
occasioned by the negligence of the owner, evidently re- 
sulted from a misapprehension of what was in the plead- 
ings. So far were they from settling where the fault lay 
that they put the matter directly in issue, the petition 
alleging that the injury was occasioned without the own- 
er’s privity or knowledge and the answer affirming that 
it was caused by the owner’s negligence and not other- 
wise. If the fact was as alleged in the petition, the case 
was within the statute, for §4283 declares: “The liability 
of the owner of any vessel for any act, matter 
or thing, loss, damage, or forfeiture, done, occasioned or 
incurred, without the privity or knowledge of such owner 
or owners, shall in no case exceed the amount or value 
of the interest of such owner in such vessel and her 
freight then pending.” And, while the claimant was at 
liberty, under admiralty rule 56, to contest the owner’s 
right to a limitation of liability, the decision of the ques- 
tion necessarily rested with the court. Its jurisdiction 
was not ousted merely because the claimant took issue 
with what was alleged in the petition. Butler vs. Boston 
Steamship Co., 130 U. S., 527, 552, 553. The questions of 
fact so presented were to be settled by a trial, and this 
was so whether the facts were jurisdictional or other- 
But there was no trial. Instead of insisting that 
the allegations of the petition be proved, the claimant 
expressly waived proof of them, thereby consenting that 
they be taken as true. As they weregplainly to the effect 
that the injury was without the privity or knowledge of 
the owner, there was no defect in the jurisdiction at that 
point. 

The objection that the court could not entertain the 
proceeding, because the petition disclosed only one claim 
arising out of the injury, is grounded upon the terms 
of §§ 4284 and 4285, which require a pro rata distribution 
of the value of the vessel and freight when not sufficient 
to satisfy all claims, authorize proceedings to obtain the 
benefit of the statute, make the surrender of the vessel 
and freight for the benefit of claimants a sufficient com- 
pliance with the statute on the part of the owner, and 
declare that upon such surrender all claims and proceed- 
ings against the owner shall cease. It must be conceded 
that these sections, if taken alone, give color to the ob- 
jection, for, with a single exception, their words appar- 
ently contemplate a plurality of claims. But to a right 
understanding of these sections it is essential that they 
be read with §42838. It contains the fundamental provi- 
sion on which the others turn. It broadly declares that 
“the liability for any damage .. . oc- 


wise. 
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casioned without the privity or knowledge of such owner 

shall in no case exceed” the value of the vessel 
and freight. The succeeding sections are in the nature 
of an appendix and relate to the proceedings by which the 
first is to be made effective. Therefore, they should be 
so construed as to bring them into correspondence with 
it. It was so held in Butler Vs. Boston Steamship Co., 
supra (pp. 550, 551), where it became necessary to con- 
sider another difference in terms between them and it. 
In that case this court said, quoting from a decision 
of the Supreme Court of Rhode Island: “These sections 
[4284 and 4285], if we look only to the letter, apply only 
to injuries and losses of property. The question is, 
therefore, whether we shall by construction bring the 
three sections into correspondence by confining the scope 
of §4283 to injuries and losses of property, or by enlarging 
the scope of the two other sections so as to include in- 
juries to the person. We think it is more reasonable to 
suppose that the designation of losses and injuries in 
§§ 4284 and 4285 is imperfect, a part being mentioned 
representatively for the whole, and consequently that 
those sections were intended to extend to injuries to 
the person as well as to injuries to property, than it is 
to suppose that §4283 was intended to extend only to the 
latter class of injuries, and was inadvertently couched 
in words of broader meaning.” In the lower federal 
courts there has been some contrariety of opinion upon 
the point.now being considered, but the prevailing view 
has been that due regard for the broad terms and domi- 
nant force of §4283 requires that §§ 4284 and 4285 be 
construed as authorizing a proceeding for limitation of 
liability whether there be a plurality of claims or only 
one. Quinlan vs. Pew, 56 Fed., 111, 120; The S. A. Mc- 
Caulley, 99 Fed., 302, 304; The Hoffmans, 171 Fed., 455. 
457; Benedict’s Admiralty, 4th ed., §533. In the recent 
case of Richardson vs. Harmon, 222 U. S., 96, where there 
was but a single claim, it was assumed by both court 
and counsel that a plurality of claims was not essential. 
We think that is the true view of the statute. Decree 
affirmed. 


IOWA COMMISSION WINS 


No. 176—October Term, 1913. 

Chicago, Milwaukee & St. Paul Railway Co., Plain- 
tiff in Error, vs. The State of Iowa. In error to the 
Supreme Court of ‘the State of Iowa. 

[April 13, 1914.] 
Mr. Justice Hughes delivered the opinion of the court. 

This suit was brought by the state of Iowa to obtain 
a mandatory injunction requiring the Chicago, Milwaukee 
& St. Paul Railway Co. to comply with an order of the 
state railroad commission, promulgated Dec. 22, 1909. 
The defendant answered, denying the validity of the 
order, and also filed a cross petition to set it aside, 
alleging that it was repugnant to the Constitution of 
the United States as an attempt to regulate interstate 
commerce and to deprive the company of its property 
without due process of law, and, further, that the com- 
mission was without authority under the laws of the 
state to make the order. Judgment sustaining the action 
of the commission and directing compliance was affirmed 
by the Supreme Court of the state. 152 Iowa, 317. 

It appeared that the railway company, in 1909, had 
refused to accept shipments of coal in carload lots at 
Davenport, Ia., for points in that state when tendered 
in cars of other railroad companies by which the coal 
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had been brought to Davenport from points in Illinois. 
The railway company insisted that it was entitled to 
furnish its own cars. The Clark Coal & Coke Co., 
operating a branch at Davenport, complained of this 
rule to the railroad commission, stating that it was a 
departure from the practice which had obtained for 
several years with respect to such shipments, that the 
Clark Co. paid all charges to Davenport, and on receiv- 
ing orders from its customers tendered written billing 
for transportation from Davenport to the designated 
points, and that it was unreasonable for the railway 
company to require in such cases that the coal should 
be unloaded and reloaded in its own cars. A hearing 
was had before the commission, at which other shippers 
intervened, adopting the coal company’s complaint. The 
facts were presented in an agreed statement, as follows: 


“The Clark Coal & Coke Co. of Davenport, Ia., have 
been making shipments of coal from points in Illinois 
to Davenport by the Chicago, Rock Island & Pacific 
Railway Co. and the Chicago, Burlington & Quincy Rail- 
road Co.; that said coal is then placed by the railroad 
bringing it into Iowa on an interchange track at Daven- 
port; that all charges from point of origin in Illinois to 
Davenport, Ia., are paid by the Clark Coal & Coke Co. 
to the railroad company bringing said coal; that there- 
upon complainant has notified the respondent railway 
company of the placement of said coal and that it de- 
sired to ship said coal by the respondent railway com- 
pany to different points on its own line, and tendered 
a written billing from Davenport to the point so desig- 
nated; that thereupon respondent railway company has 
accepted said billing from Davenport to said point and 
taken said cars from said interchange track to its own 
line and transported the same in accordance with said 
written billing; that the respondent railway company 
has changed its method of doing wvusiness in the above 
respects by its printed order and now refuses to acceyt 
said written billing and take said cars from said inter- 
change track and transport them over its own line to 
the point designated by said billing, wnless said coal is 
loaded in equipment belonging to respondent railway com- 
pany. Respondent railway company, by its answer to 
the complaint, alleges that it ‘will furnish cars for ship- 
ment of coal from Davenport to any point in lowa, as 
provided by Iowa Distance Tariff, but will not accept 
shipments originating at Davenport, billed from Daven- 
port in the equipment of other carriers,’ and its readi- 
ness and ability to furnish cars of its own for shipment 
is not controverted and will therefore be taken to be 
true. It will thus be observed that before the respond- 
ent railway company will take coal for transportation 
on its own line, in equipment other than its own, it requires 
that the same shall be unloaded and reloaded in its 
own cars.” 

Thereupon the commission rendered a decision in 
favor of the shipper and entered the following order, to 


which this controversy relates: 


“In accordance with the conclusions heretofore ex- 
pressed, it is therefore ordered by the Board of Rail- 
road Commissioners of Iowa that upon arrival of loaded 
ears of coal at the city of Davenport, upon any line of 
railroad, when said cars are placed upon the inter- 
change track at Davenport as ordered or requested by 
the owner or consignee of said cars and the freight 
paid thereon, and the ordinary billings in use by the 
respondent railway is tendered to it for a billing of 
said cars so placed to a point no its own line within the 
state of Iowa, that the respondent railway company be, 
and is hereby, ordered and required to accept said 
billing, receive said car or cars so billed and transport 
them on its own line to the point designated by the 
owner or consignee in said billing; and that it receive 


said car or cars in whatever equipment the same may — 


be loaded, without requiring an unloading and reloading 
into its own equipment, and transport said car or cars 
over its own line to points within this state, so loaded, 
without unloading and reloading as above set forth, in 
the same manner that it receives cars from connecting 
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lines loaded in its own equipment. It is expressly 
understood, however, in this order, that no questions in 
relation to switching charges are determined.” 


The railway company contended, both before the 
commission and in the state court, that the shipments 
in question were interstate; and it was alleged in its 
answer that the method of transportation resorted to 
was a device of shippers to secure, by adding the rate 
from the initial point in Illinois to Davenport to the 
rate established by the Iowa distance tariff from Daven- 
port to other points in the state, a lower rate than 
that applicable to an interstate shipment from the point 
in Illinois to the point of final destination. 

The railroad commission held that the transportation 
desired from Davenport was a purely intrastate service, 
saying: “Under the admitted facts, the city of Daven- 
port became a distributing point for coal shipped by 
the consignor. The certainty in regard to the shipments 
of coal ended at Davenport. The point where the same 
was to be shipped beyond Davenport, if at all, was 
determined after the arrival of the coal at Davenport. 
The coal was under the control of the consignee, and 
he could sell it in transit or at Davenport, or reconsign 
it to a point on respondent’s railway, or any other rail- 
way, at his own discretion.” Upon the trial of the 
present suit in the state court, the state introduced in 
evidence the proceedings, decision and order of the 
commission, and without further evidence both parties 
rested. The Supreme Court of the state took the same 
view of the facts that the commission had taken, and 
accordingly held that the shipments were intrastate. 
The court said that the facts showed that the coal was 
originally consigned to the coal company in Davenport, 
that it was there held until sales were made, that the 
consignee had taken delivery, paying the freight to the 
initial carrier and assuming full control. 152 Iowa, 
317, 319. 

The record discloses no ground for assailing this 
finding. It is undoubtedly true that the question 
whether commerce is interstate or intrastate must be 
determined by the essential character of the commerce 
and not by mere billing or forms of contract. Ohio 
Railroad Commission vs. Worthington, 225 U. S., 101; 
Texas & N. O. R. R. Co. vs. Sabine Tram Co., 227 U. &S., 
111; Railroad Commission of Louisiana vs. Texas & 
Pacific Rwy. Co., 229 U. S., 336. But the fact that com- 
modities received on interstate shipments are reshipped 
by the consignees, in the cars in which they are re- 
ceived, to other points of destination, does not neces- 
sarily establish a continuity of movement or prevent the 
reshipment to a point within the same state from having 
an independent and intrastate character. Gulf, Colo- 
rado & Santa Fe Rwy. Co. vs. Texas, 204 U. S., 403; 
Ohio Railroad Commission vs. Worthington, 225 U. &S., 
101, 109; Texas & N. O. R. R. Co. vs. Sabine Tram Co., 
227 U. S., 111, 129, 130. The question is with respect 
to the nature of the actual movement in the particular 
case; and we are unable to say upon this record that 
the state court has improperly characterized the traffic 
in question here. In the light of its decision, the order 
of the commission must be taken as referring solely to 
intrastate transportation originating at Davenport. 

In this view, the validity of the commission’s order 
is challenged upon the ground that at common law the 
carrier was entitled to use its own equipment, and that 
the statute of the state of Iowa as to the receiving of 
cars from connecting carriers (Code, section 2116) is 
inapplicable for the reason that with respect to the 
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transportation in question the plaintiff in error was the 
initial carrier. But the obvious answer is that what is 
required by the law of Iowa has been determined by 
the Supreme Court of that state. That court, examining 
the various provisions of the lowa Code which have rela- 
tion to the matter, has held that the order was within 


the authority of the railroad commission. 152 Iowa, 
317, 320, 321. 
Further, the plaintiff in error insists that the en- 


forcement of the order would deprive it of its liberty 
to contract, and of its property, without due process of 
law, and would deny to it the equal protection of the 
laws in violation of the Fourteenth Amendment. We 
find these objections to be without merit. It was com- 
petent for the state, acting within its jurisdiction and 
not in hostility to any federal regulation of interstate 
commerce, to compel the carrier to accept cars which 
were already loaded and in suitable condition for trans- 
portation over its line. The requirement was a reason- 
able one. It cannot be said that the plaintiff in error 
had a constitutional right to burden trade by insisting 
that the commodities should be unloaded and reloaded 
in its own equipment. Upon this point the case of Wis- 
consin, Etc., R. R., Co. vs. Jacobson, 179 U. S., 287, is 
decisive. There is no essential difference, so far as the 
power of the state is concerned, between such an order 
as we have here and one compelling the carrier to make 
track connections, and to receive cars from connecting 
roads, in order that reasonably adequate facilities for 
traffic may be provided. See also Minneapolis & St. 
Louis vs. Minnesota, 186 U. S., 257, 263; Atlantic Coast 
Line vs. North Carolina Corp. Com’n, 206 U. S., 1, 19, 
27; Missouri Pacific Rwy. Co. vs. Kansas, 216 U. S., 262; 
Grand Trunk Rwy. Co. vs. Michigan Railroad Commis- 
sion, 231 U. S., 457, 468. 

It is argued that it was unreasonable to subject the 
railway company to the expense incident to the use of 
the cars of another carrier when it was ready to fur- 
nish its own. The record affords no sufficient basis for 
this contention. What the expense referred to would be 
was not proved, and, in the absence of a suitable dis- 
closure of the pertinent facts, no case was made which 
would justify the conclusion that in its practical opera- 
tion the regulation would impose any unreasonable 
burden. On the other hand, the agreed statement makes 
it evident that prior to the change which gave rise to 
this controversy it was the practice of the company to 
accept such shipments. 


Finally, it is said that the order of the commission 
interferes with interstate commerce because the cars in 
question were the vehicles of that commerce and were 
brought into the state as such. No question, however, 
is presented here as between the shippers and the own- 
ers of the cars, and no actual interference with inter- 
state commerce is shown. Nor does it appear that any 
regulation under federal authority has been violated. 

The plaintiff in error has failed to establish any 
ground for invalidating the order of the commission, 
and the judgment must be affirmed. 


HENRY RESOLUTION REPORTED. 

The interstate and foreign commerce committee of 
the Senate has reported favorably the Henry resolution 
calling for an investigation of interlocking relations be- 
tween railroads and steamship lines engaged in trade 
between the Atlantic and Pacific. 
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TRAFFIC ORGANIZATION 


The following is a continuation of the compilation, 
published April 18, covering the officers, membership and 
territory embraced in the jurisdiction of some of the 
more important traffic organizations: 

Cleveland-Lorain Freight Committee. 

The organization consists of railroads and steam- 
boat lines. The officers are H. F. Lowry, chairman, and 
W. Maier, secretary. The territory which comes under 
the jurisdiction of this committee is Cleveland, O., and 
its suburbs, extending on the east as far as Collinwood, 
on the southeast as far as Newburgh, on the southwest 
to line of the Cleveland Short Line, a belt line. The 
committee also has jurisdiction over freight matters 
at Lorain, O. 

Colorado-Utah Freight Bureau. 

This bureau publishes tariffs naming rates between 
Colorado common points and points taking the same 
rate, and Utah common points and points taking. the 
same rate. C. A. Griffin, in the capacity of agent for the 
interested carriers, is the only officer of the organization. 





Columbus Freight Committee. 

This committee is composed of: 

Baltimore & Ohio Railroad. 

Baltimore & Ohio Southwestern Railroad. 

Cleveland, Akron & Cincinnati Railway. 

Cleveland, Cincinnati, Chicago & St. Louis Railway. 

Hocking Valley Railway. 

Norfolk & Western Railway. 

Pittsburgh, Cincinnati, Chicago & St. Louis Railway. 

Pennsylvania Co. 

Toledo & Ohio Central Railway. 

H. Q. Wasson is chairman, and Ira W. Morris secre- 
tary. It has jurisdiction over terminals only. 


Michigan Freight Committee. 
This covers the entire lower peninsula of Michigan. 
E. C. Leavenworth is chairman, Grand Rapids, Mich. 


Milwaukee Freight Committee. 


Henry W. Ploss, chairman; A. E. Halderman, secre- 
tary. This committee is a subcommittee of the Central 
Freight Association, and considers subjects of rates, etc., 
affecting Milwaukee and Wisconsin points. 

There are various similar local committees. 

Southeastern Mississippi Valley Association. 

M. P. Washburn, Chairman; W. R. Ramsey, secre- 
tary; Second and Main Streets, Louisville, Ky. 

Alabama Great Southern Railroad. 

Alabama & Vicksburg Railway. 

Cincinnati, N. O. & T. P. Ry. 

Gulf & Ship Island Railroad. 

Illinois Central Railroad. 

Illinois Central Railroad (Kentucky division). 

Louisville & Nashville Railroad. 

Mobile & Ohio Railroad. 

Nashville, Chattanooga & St. Louis Railway. 

New Orleans & Northeastern Railroad, 

New Orleans, Mobile & Chicago Railroad. 

St. Louis & San Francisco Railroad. 

Southern Railway. 

Southern Railway in Mississippi. 

Tennessee Central Railroad. 

Yazoo & Mississippi Valley Railroad. 

The territory to which the association articles relate 
is bounded on the north by the Ohio River, on the east 
by a line from Jellico, Tenn., through Harriman Junction, 
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Tenn., Chattanooga, Tenn., Birmingham, Ala., Selma and 

Montgomery, Ala., to Pensacola, Fla., including junction 

points on the Alabama Mineral Division of the L. & N. 

Railroad (Attalla to Calera inclusive); on the south by 

the Gulf of Mexico, and on the west by the Mississippi 

River, including points on said boundary lines. 
Southern Freight Association. 

The Southern Freight Asso¢iation consists of six 
railroads and two transfer companies, the Illinois Cen- 
tral, Louisville & Nashville, Mobile & Ohio, Southern 
Railway, St. Louis; Iron Mountain & Southern, St. Louis 
& San Francisco, St. Louis Transfer Co., and the Colum- 
bia Transfer Co. 

A. D. Hall, chairman, is the only officer of the 
association. 

The jurisdiction covers traffic from St. Louis to 
Memphis, New Orleans, Mobile and other Mississippi 
River points and Gulf ports related thereto; also from 
St. Louis to Ohio River crossings on traffic destined 
to southeastern and Carolina territories. 


Texas Tariff Bureau. 


The jurisdiction of the Texas Tariff Bureau is con- 
fined exclusively to traffic having origin and destaination 
in the state. J. B. Bartholomew, agent, is the only 
officer. 

Toledo Freight Committee. 

J. M. Steenberg, chairman; F. J. Doering, secretary. 

Handles matters local to Toledo only. 


Virginia Lines Tariff Bureau. 


Virginia Lines Tariff Bureau is a voluntary organ- 
ization and is not incorporated. The purpose of this 
bureau is to furnish a convenient medium for the is- 
suance of freight tariffs, in which three or more of its 
members might be interested. One of its special pur- 
poses was to issue common tariffs in place of individual 
tariffs that had hitherto been issued from eastern port 
cities, interior eastern and New England points via 
Virginia ports and via all-rail gateways to southern 
points, and also to issue northbound tariffs from Carolina 
territory, and such other tariffs as might be deemed ex 
pedient from time to time. L. E. Chalenor is chairman 
and John A. Ryan, secretary, Richmond, Va. 

Virginia Freight Traffic Association. 

E. D. Hotchkiss, president; J. C. Bailey, secretary 
and treasurer. The object of the association is the 
consideration by its members of rate questions intra 
state, in which all the lines are involved. There are no 
agreements between the members, nor is any member 
obligated to maintain any conditions which some of the 
other members may feel necessary to maintain; in other 
words, the association is mutually beneficial without 
in any way being in restraint of trade as understood by 
law. The association issues no tariffs or publications of 
any character; it is a body organized for the main pur 
pose of holding occasional meetings and discussing ques 
tions of mutual interest that can be better handled 
in stch manner than by correspondence. It is composed 
of the lines that serve the state of Virginia. 

Western Trunk Line Committee. 

W. H. Hosmer, chairman, Transportation Building, 
Chicago, Ill. 

Atchison, Topeka & Santa Fe Railway. 

Chicago & Alton Railroad. 

Chicago & North Western Railway. 

Chicago, Burlington & Quincy Railroad. 

Chicago & Northwestern Railway. 
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Indiana & Southern Railroad. 
Milwaukee & Gary Railway. 
Milwaukee & St. Paul Railway. 
Peoria & St. Louis Railway. 
Chicago, Rock Island & Pacific Railway. 
Chicago, St. Paul, Minneapolis & Omaha Railway. 
Elgin, Joilet & Eastern Railway. 
Fort Dodge, Des Moines & Southern 
Illinois Central Railroad. 
Iowa Central Railway. 
Kansas City Southern Railway. 
Minneapolis & St. Louis Railroad. 
Minneapolis, St. Paul & Sault Ste. Marie Railway 
(Chicago division). 
Missouri, Kansas & Texas Railway. 
Missouri Pacific Railway. 
Quincy, Omaha & Kansas City Railroad. 
Iowa & St. Louis Railway. 
St. Louis & San Francisco Railroad. 
St. Pel & Kansas City Short Line Railroad. 
vyabash Railroad. 


Chicago, 
Chicago, 
Chicago, 
Chicago, 


Railroad. 


Southeastern Freight Association, Equitable Building, 
Atlanta, Ga. 


E. H. Hinton, chairman; W. L. McGill, secretary; 
W. H. Halsey, assistant secretary. 

The Southeastern Freight Association is composed 
of two organizations: An executive board, of which J. 
M. Culp, vice-president Southern Ry. Co., Washington, 
D. C., is chairman, and a conference committee. Each 


transportation company a member of the association is 
entitled to one representative on the executive board and 
one on the conference committee, the former usually be- 
ing an executive officer of the company represented, and 
the latter the chief traffic official. The executive board 
meets annually, or oftener, on the call of its chairman; 
the conference committee every sixty days. 

The territory of the Southeastern Freight Association 
may be described as follows: 

“* * * the territory lying south of the Potomac 
River to the Virginia-West Virginia state line; then via 
said line to Bristol, Tenn., through and including Middles- 
borough, Ky., Jellico and Harriman Junction, Tenn., to 
and including Chattanooga, Tenn., and on the south and 
east of a line from Chattanooga, Tenn., via the Alabama 
Great Southern Railroad to Birmingham, Ala.; thence 
via Southern Railway to and including Selma, Ala.; 
thence via Western Railway of Alabama to and includ- 
ing Montgomery, Ala.; thence via the Atlantic Coast 
Line Railroad to Alaga, Ala.; thence via the west banks 
of the Chattahoochee and Apalachicola rivers to the 
Gulf of Mexico; thence along the Gulf line to St. Marks, 
Fla.; thence via the Seaboard Air Line Railway to Monti- 
cello, Fla.; thence via the Atlantic Coast Line, through 
Thomasville, Ga., Valdosta, Ga., Jasper, Live Oak and 
Lake City, Fla., to Jacksonville, Fla., including points on 
the line from Montgomery to Jacksonville; thence via 
the South Atlantic seaboard to the Potomac River. Said 
articles shal] relate to the rail lines and steamship lines 
which are now, or may hereafter become, members of 
this association.” 

There is operated in connection with the Southeastern 
Freight Association a bureau for the publication of com- 
mon tariffs. This bureau is under the supervision of 
E. H. Hinton, acting as agent for a number of southern 
and southeastern transportation companies, both mem- 
bers and non-members of the Southeastern Freight Asso- 
ciation. 
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PROPORTIONAL RATES ON COAL 





A hearing held before Examiner Wood of the 
Interstate Commerce Commission in Chicago Thursday 
afternoon on I. & S, 367, in the matter of proportional rates 
on coal from Ohio coal fields to Mississippi River cross- 
ings. These rates were canceled in Frank V. Davis’ Sup- 
plement 2 to I. C. C. 29 and the cancellation has been 
suspended by the Commission. 

J. A. Fenelon, representing the Clark Coal & Coke Co. 
of Peoria, wanted the rates restored. He said the can- 
cellation operated to increase the rate on Ohio coal through 
Peoria 20 cents a ton. He thought the same equalization 
of rates should apply through the Peoria gateway as 
applies through Chicago. 

Frank V. Davis, who, in making the tariffs, repre- 
sented eleven railroads, said the had been with- 
drawn at the request of these carriers because they neces- 
sitated the printing of so much restriction—about three 
pages, he said. He announced, however, for all the roads 
except the Baltimore & Ohio that if it could be shown that 
the withdrawal of the rates operated against the public 
interest the roads would be willing to publish them. 


F. B. Townsend, assistant freight agent of the Minne- 
apolis & St. Louis, objected to the withdrawal of the rates. 
He said his understanding had been that they had been 
withdrawn under a misapprehension that there was no 
coal business moving through the Peoria gateway. If the 
carriers stood on their withdrawal, he said, he 
He said the withdrawal would oper- 
ate to hurt his road in that it could no longer get at 
Peoria eastern coal for Iowa and other western points, 
because he had no Chicago terminal and the coal would 
hereafter move through the Chicago gateway. Coal buyers 
on his line were entitled to get their coal through Peoria 


was 


rates 


eastern 
would have to fight. 


. for many reasons, he said, and among them he mentioned 


that cars were not held up at Peoria on account of con- 
gestion as they were at Chicago, and the service to ship- 
pers was prompter. 

He and D. P. Connell, of counsel for the New York 
Central, had a heated argument for a time over the matter 
of the amount of printing necessary to publish the rates 
in question. Mr. Davis had said they would cover three 
pages. Mr. Townsend said it could be done in three lines 
by merely referring to Eugene Morris’ publication, which 
he said the law required should be in the hands of every 
Mr. Connell said it was not in the hands of 
the New York Central and that 
his clients thought knew how to run a railroad. 
Mr. Townsend referred him to the law, but Examiner 
Wood cut the argument short. 


billing agent. 


every billing agent on 


they 


CHICAGO SWITCHING CHARGES. 

The Interstate Commerce Commission, by Examiner 
Wood, held a hearing in Chicago Wednesday on I. & S. 
Docket No. 386, involving gravel and sand switching 
charges at Chicago. The Commission has suspended 
from February 22 until June 22 the new Lowrey tariff 
making a minimum switching charge of 2% cents a 
hundred for the Chicago district. The objection of the 
shippers is that the new tariff restricts competition, in 
that it places a burden on the shipper who now has 
a lower switching rate because of his location. George 
B. Schrand and Assistant Traffic Agent Byers of the 
Cwicago & Northwestern Railroad defended the new 
tariff. The shippers were represented by B. H. Atwood, 
E. H. Davis and J. L. Hodgson. 
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CHANGES IN CLASSIFICATION 


_ 


Western Classification Committee Considers 
Proposals and Hears Discussions 





The Western Classification Committee met in Chicago 
Tuesday in its consideration of proposed changes in 
classification 52, the program for the day consisting of 
Docket No. 55, proposing changes in glass classification. 
Three propositions for the cancellation of item 3, page 
147, were printed in the docket, being chosen by the 
committee out of about fifteen submitted. The committee 
had notified and had expected to be present glass men 
from all over the country, but only three appeared. 
Chairman Fyfe said the committee wanted to clear up 
the ambiguity in the glass classification so shippers would 
know what it meant. Nobody knows now, he said. The 
railroads wanted to give something, he said, but they 
wanted to get something in return. They didn’t want 
to let all the good money get away, for the railroads 
needed money just now. 

H. D. Condie, president of the Condie-Neale Glass 
Co. of St. Louis, appeared as a committee of one from 
the Western Glass Jobbers’ Association, which was holding 
its meeting in the city. He said the convention had 
agreed that the changes proposed were in the main good 
and should be made, because plate glass, especially the 
large sizes, when loaded, was supported in some effective 
way and the breakage was very small. 


Changed to Eight Feet. 


J. M. Belleville, of the Pittsburgh Plate Glass Co., of 
Pittsburgh, and C. Norris, of Tyler & Hippach of Chi- 
cago, were the others present. Mr. Norris argued for 
eight and a half feet on plate glass ipstead of eight feet 
as proposed by the committee. The provision now is 
seven and a half feet. Chairman Fyfe thought eight feet 
was liberal enough. He objected to more, he said, be- 
cause the eastern roads had not sufficient box car equip- 
ment with doors eight feet high. Mr. Belleville said 
that in favoring eight feet he represented only the views 
of the jobbers. Mr. Norris said he did not believe jobbers 
would be in favor of that. Chairman Fyfe told him he 
was in a fortunate position, since, in shipping out of 
Chicago, he could get the kind of car equipment he 
wanted. 


As tentatively drawn by the committee during the 
discussion the amended item now reads as follows: 


Plate Glass, N. O. I. B. N., and Sheet Crystal Glass: In boxes, 
not exceeding 120 united inches (length and width added), 
in box cars, L, C. L., second class; carloads, minimum 
weight, 30,000 lbs., fourth class. 

In boxes, exceeding 120 united inches (length and width 
added), but not exceeding 8 feet or more than 16 feet 
long, in box cars, L. C. L., first class; carloads, minimum 
weight, 30,000 ibs., fourth class. 

In mixed carloads, as above specified, carload, minimum 
weight, 30,000 Ibs., fourth class. 

In boxes exceeding 8 feet high or more than 16 feet long 
(see Notes 1 and 2), three times first class. 

Note 1.—Shippers will be required to load and consignees 
unload shipments of plate glass requiring flat or gondola 
cars. 

Note 2.—When shipments of smaller size glass are in- 
cluded with shipments of glass exceeding 8 feet high, or 
more than 16 feet long, actual weight and class rates will 
apply on each package with & minimum charge of 5,000 Ibs. 
at first class rate on the entire shipment. When combined 
exceeds 5,000 actual weight, first class. 


The other items on the docket, to cancel items 2, 4, 
5 and 6, caused no discussion. It is taken for granted, of 
course, that if the committee changes the dimensions 
from seven and a half to eight feet on plate glass it will 
do so also on these items. e 

Tomato packers, represented by Harry A. Laing, of 
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Libby, McNeill & Libby, and Martin Van Persyn, of 
Sprague, Warner & Co., got what they asked of the West- 
ern Classification Committee Wednesday. On tomato 
pulp in metal cans in crates, L. C. L., the committee 
gave a rating of third class; in metal cans in barrels 
or boxes, L. C. L., fourth class; in bulk, in barrels, 
L. C. L., fourth class. In packages named, C. L., mini- 
mum weight 36,000 pounds, the classification remains as 
proposed in Docket No. 62, fifth class. 

No one appeared to be heard on dockets 56, 57 and-58. 

On docket 59 Matthew Legler, of R. H. Corney Co., 
Inc., and Mr. Hayes, of Sears, Roebuck & Co., asked for 
a rating of third class on shades in items 1 and 2. 
The committee did not give them what they asked for, 
but made a rating of first class instead of double first 
class one, and made a rating of third class for carloads. 

J. C. McDonnell, of the Western Electric Co., and 
W. H. Dodge, of the American Steel and Wire Co., ap 
peared on Docket No. 60. Mr. McDonnell thought the 
proposed rating on reels not low enough. The committee 
took his request under advisement. Mr. Dodge wanted 
a mixture of reels, set up and knocked down. Chairman 
Fyfe said he believed the committee could give him what 
he wanted. The object in revising this classification, he 
said, was to get away from a return rating. 

B. F. Curtis, of the Norton Co., Worcester, Mass., 
objected to the proposed fourth class C. L. rating on 
wheels. He wanted fifth class. He said it would be im- 
possible for his concern to do business in the West under 
the rate proposed and that if it stood the concern would 
have to move West. Chairman Fyfe said he believed that 
would be the thing to do, since the company now gets 
its raw material from Arkansas, ships it to Massachu- 
setts, and then attempts to ship the manufactured product 
West again. He said, however, the matter would be taken 
under advisement. As to the mixture desired by Mr. 
Curtis, he said the committee would give him what he 
wanted if the Uniform Classification Committee would 
write it. 

At Thursday’s hearing of the Western Classification 
Committee, Charles Hickman, of the Miehle Printing Press 
& Manufacturing Co., was the only one to appear on 
Docket 63. He expressed himself as satisfied with the 
committee’s proposal. 

On Docket 64 representations were made by Harry 
F. Brown, of the Neptune Meter Co., Winter D. Hess, 
representing the manufacturers of several devices, Thomas 
C. Moore, and F. W. Bradford, of the Pittsburgh Mete! 
Co. They wanted third class on the three items which 
the committee in its proposal had placed under first class 
They were satisfied with the carload rating proposed. The 
committee took their requests under advisement. 


No one appeared to object to anything in Docket 65 


NO GRAIN RATE REDUCTION, 

No reduction in the “at-and-East” Buffalo rate on grain 
to New York for export will be possible this year, and 
the 514-cent rate about to go into effect for the summer's 
business ex-lake will remain in force unless voluntaril) 
lowered by the railroads themselves. This was made plai1 
by the statement of Special Examiner Brown of the Inter 
state Commerce Commission at the hearing on the com 
plaint of the New York Produce Exchange. Mr. Brown 
gave the complainants until May 26 to file briefs in sup- 
port of their claims, and until June 15 for the defendants 
and interveners, while the complainants were to have 
until June 25 for rebuttal. 
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WESTERN CLASSIFICATIONS 


Official Docket of Hearings Before the Western 
Classification Committee on Applications 
for Changes in Ratings, Rules, Etc., 
in Classification No. 52 


The Western Classification Committee, 
R. C. Fyfe, Chairman; H. C, Bush, W. E. Prendergast. 
The Western Classification Committee will on the dates and 
at the hours named, consider the following applications for 
changes in ratings, rules, etc., in Classification No. 52. Inter- 
ested persons desiring to appear and present arguments will be 
heard in the committee conference room, 1875 Transportation 


Building, Chicago. 
Thursday, May 7, 1914. 
Docket No. 66—10:00 a. m. 
RULE 8. 

Section 8. (a) Pails, Firkins, Kits and Tubs must be made 
of Wood, Indurated Fibre, or of Iron or Steel, except as provided 
in Rule 9, and: 

(b) When made or iron or steel, tops must fit closely and 
must be secured by crimping into the sides; or by one or more 
iron or steel clamps extending across the top and securely 
clamped to opposite sides; or securely clamped to sides by not 
less than four iron or steel clamps or lugs; or when friction tops 
are used they must be completely and securely set in place and 
tightly clamped to sides by not less than two iron or steel 
clamps or lugs; or, 

(c) When made of wood or indurated fibre, heading or tops 
must be made of one piece, or of two or more pieces closely 
fitted, or of three or more plies of veneer firmly glued together 
cross grain, and 

(d) Heading must be securely held 
on shoulders by hoops or head liners, 
are without grooves (crozes) or shoulders, 
securely held in place By head liners, which 
by cement-coated nails, toe-nailed through the 
top into the sides; or, 

(e) Heading must be securely held in place by a metal 
hoop and by not less than five cement-coated nails, not less 
than one and one-half inches in length, driven through the hoop 
and side of the package into the heading, equal distances 
apart; or, 

(f) Heading must be secured by not less than five metal 
clamps, equal distances apart; one end of each clamp to be 
driven up under hoop and the other end to be driven into head- 
ing; points of clamp to be not less than one-half inch in 
length, barbed and cement-coated; or, 

(g) Top nailed to sides with net less than three cement- 
coated nails and reinforced with two or more metal straps or 
wires crossing at center of top, encircling the package; or, 

(h) Top nailed to sides with not less than three cement- 
coated nails and reinforced with two or more metal straps or 
wires crossing at center of top, with ends of straps or wires 
brought over and secured to the hoops, sides or bottom; or, 

(i) Top nailed to sides with not less than three cement- 
coated nails and reinforced with three or more bands riveted 
at the center of top and ends brought over and secured to the 
hoops, sides or bottom; or, 

(j) Top nailed to sides with not less than three cement- 
coated nails and held tightly in place by a metal hoop not less 
than one inch in width crimped into or over the edge of the top 
and crimped into or nailed to the sides; or, 

(k) When tops are fifteen inches or more in diameter, top 
must be nailed to sides with not less than six cement-coated 
nails, not less than one and one-half inches long and reinforced 
with not less than six metal clamps: the points of the clamp 
to be barbed and cement-coated and not less than one-half inch 
in length, driven into tops and sides. equal distances apart; or, 

(1) When tops are less than fifteen inches in diameter, top 
must be nailed to sides with not less than four cement-coated 
nails not less than one and one-half inches long and reinforced 
with not less than four metal clamps: the points of clamps to 
be barbed and cement-coated, and not less than one-half inch 
in length, driven into top and sides. equal distances apart; or, 

(m) When top is encircled with hoop extending over the 
side not less than one-half inch meeting the top hoop on the 
package, the top must be secured to the sides by metal straps 
not less than one-half inch wide and four inches long, nailed 
to side and top, equal distances apart with two nails (not tacks) 
at end of each strap, or with metal clamps. the points of which 
must be barbed and cement-coated and not less than one-half 
inch in length. When covers or tops are fifteen inches or more 
in diameter, not less than four metal straps or metal clamps 
must be used, and when covers or tops are less than fifteen 
inches in diameter not less than three straps or metal clamps 
must be used: or, 

(n) When made of ash, oak or spruce and top is encircled 
with a hoop. the hoop must extend over the side not less than 
one-half inch and be secured to the sides bv metal straps not 
less than one-half inch wide and four inches long. nailed to side 
and top, equal distances apart. with two nails (not tacks), at 
end of each strap. When covers or tops are fifteen inches or 
more in diameter, not less than four straps must be used and 
when covers or tops are less than fifteen inches in diameter not 
less than three straps may be used; or, 

(o) When made of wood with metal tops. top must have 
flange closely fitting over the edge of the side and be nailed to 
side, nails not to be more.than five (5) inches apart 
_ (p) Wooden tubs not conforming to requirements of Sec- 
tion 8 (c) to (o) inclusive. must have headings not less than 
ne-half (144) inch in thickness, secured by two battens extend- 
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ing completely across the head and the ends of the battens 
must be nailed to sides of tub. 


Docket No. 67—2 p. m. 
(Cancels Items 15, 16 and 17, Page 221.) 
Fibre, Plastering, Not Otherwise Indexed by Name: In bags, 
L. C. L., first class; in machine pressed bales, L. C. L., third 
class; in packages named, C. L., minimum weight 24,000 


lbs. (subject to Rule 6-B), fifth class. 


DOINGS OF THE TRAFFIC CLUBS 


The annual election of the Toledo Transportation Club 
will be held May 2. Following are the candidates for 
office: For president, Edward D. Ryan, Joseph Goldbaum; 
first vice-president, W. A. Hopkins, J. W. Graham; second 
vice-president, D. E. Butler, S. G. Wagstaff, Charles Bent- 
ley, Jos. W. Brady; treasurer, F. von Nostitz; secretary, 
W. F. Schroeder, B. R. Donovan, Harry S. Fox; executive . 
committee (3 to be elected), C. W. Eggers, W. H. Blank, 
J. B. Mertes, Wm. E. Budd, Charles Morrison, C. F. Cas- 
sidy; membership committee (2 to be elected), John Red- 
ding, L. S. Kirkby, F. R. Cornell, F. A. Donovan; auditing 
committee (1 to be elected), J. W. Piper, R. W. Ulrich, 
C. C. Dibble, J. B. Mertes, B. R. Donovan; trustees benefit 
fund (1 to be elected), J. B. Mertes, J. J. Whelan, B. J. 
Breser, P. C. Hodges. Several proposed amendments to 
the constitution will also be voted on. At the noonday 
luncheon, April 18, Henry L. Doherty, chairman of the 
board of directors of the Toledo Railways and Light Co., 
spoke on the street car situation in Toledo. 

J. E. Duval, an expert on car service problems, spoke 
April 14 at the meeting of the Canadian Railway Club 
at Montreal. Lecturing upon his favorite subject, he 
said the shortage caused by tying up of cars by shippers 
who are allowed too much free time in which to escape 
demurrage charges, eventually lay most heavily upon the 
public. He outlined remedies by which the maximum 
of car service would be increased, railway and freight 
costs lowered, and the consumer benefited. 

Ivy Lee, publicity agent of the Pennsylvania Railroad 
Co., was the principal speaker at a luncheon of the Cham- 
ber of Commerce at Wilmington, Del., April 13. Referring 
to the speech of Senator A. B. Cummins of Iowa, Mr. 
Lee told what the Pennsylvania Railroad Co. had done 
relative to publicity on the question of freight rates. “We 
have restricted ourselves to the information gathered 
under oath and we have been fair,” he said. “I believe 
the larger number of people favor the increase in freight 
rates, but there has been opposition. We have been told 
we didn’t take the public into our confidence, but we 
have.” 


TEXAS LUMBER RATES. 

A hearing was held in Chicago Thursday before Exam- 
iner Wood of the Interstate Commerce Commission on 
I. & §S. 387, involving an increase of from 25 to 40 per 
cent in rates on yellow-pine lumber from Lake Charles, 
La., to Corpus Christi and five other Texas points. The 
protesting Louisiana lumbermen do not object to the 
increase if their competitors across the Texas line get 
the same treatment. The Commission has suspended until 
June 23 the taking effect of the increase. It transpired 
at the hearing that the Texas Railroad Commission is 
about to order a corresponding increase in rates, and if 
it does, the objection will be removed. If it does not 
order the increase by the time the suspension order ex- 
pires, it is expected that the Interstate ‘Commerce Com- 
mission will either cancel the new tariff or renew the 
suspension until such time as the Texas commission 
may act, 
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SUSPENDED TARIFFS 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. C. 
April 17, in I. and S. No. 436, the Commission sus- 
pended from April 21 until August 19 item No. 275, third 
revised page 93, of Chicago, Burlington & Quincy I. C. C. 
10444. It provides for cancellation of absorption of ferry 
charges on traffic handled between Nauvoo, Ill, and 
Montrose, Ia., destined to points on the Burlington and 
connections. This has the effect of increasing rates on 
fruit in baskets, empty fruit packages and grain to the 
following extent: 
Fruit, in baskets, boxes or other packages, 2% cents 
per 100 pounds. 
Fruit packages, empty, 2% cents per 100 pounds. 
Grain, corn, oats, rye and wheat, 14 
pounds. 


cents per 100 


In I. and S. No. 434, April 15, the Commission 
pended from April 20 until August 18 Note 2 of Rule No. 
2, in Atchison, Topeka & Santa Fe I. C. C. No. 6738. The 
provisions contained in Rule No. 2 are the same as those 
now in effect. Rule 2 and the 
follows: 


sus- 


suspended note read as 


“Reconsignment of less carload freight. 

“Rule No. 2—Reconsignment or change of destination 
of less-than-carload shipments will be allowed on basis 
of through rate from originating or intermediate basing 
point to destination or intermediate basing point without 
extra charge, when orders are received prior to arrival 
of shipment at destination, provided reconsignment causes 
no back or out-of-line haul. If reconsignment orders are 
received after arrival of the shipment at destination or 
reconsignment causes a back or out-of-liné haul, the sum 
of the rates to and from reconsignment 


charged. (See note.) 


“Note.—All shipments will be subject to storage, 
transfer and other charges provided for in tariffs cover- 
ing, which are legally on file with the Interstate Commerce 
Commission.” 

“(a) Note 2.—Will not apply on interstate business 
west of Albuquerque and Belen, N. M., or on California 
intrastate traffic.” 

a. Indicates advance. 


point will be 


By first supplemental order in I. and 8S. No. 431, 
April 11, the Commission suspended from April 23 and 
later dates until August 13 schedules contained in tariffs 
designated in the order. 


The suspended schedules increase class and commod- 
ity rates between Quincy, Ill., Hannibal, Mo., St. Louis, 
Mo., and points located east of the Indiana-Illinois state 
line. 

These increases are similar 
the original order in that docket. 


to those suspended by 

By second supplemental order in I. and §S. No. 420, 
March 28, the Commission suspended from April 23 until 
July 30 schedules contained in supplement No. 1 to Pere 
Marquette I. C. C. No. 3374. 

The suspended schedules provide for the cancellation 
of through rates on coal and coke, from interstate points 
to points on the Chicago & Northwestern in Chicago, IIL., 
Crawford avenue, Greenwood avenue, Peterson 
and Weber. 

This would result in an increase of approximately 


avenue 
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25 cents per two thousand pounds on coal and coke des- 
tined to these points. 

By first supplemental order in I. and S. No. 402, 
March 16, the Commission suspended from April 27 until 
July 18 items Nos. 110-B, supplement No. 7, to Countiss’ 
I. C. C. No. 979, supplement No. 7 to McCain’s I. C. C. No. 
12 and supplement No. 7 to Morris’ I. C. C. No. 461. The 
suspended items contain increased rates on buckwheat 
and corn flour from eastern points to California ter- 
minals, and are similar to those suspended by the original 
order. 

April 21, in I, and S. No. 438, the Commission sus- 
pended from April 25 until August 23 schedules con- 
tained in supplements Nos, 7 and 8 to Wabash I. C. C. 
No. 3146. 

The suspended schedules increase rates on wheat, 
corn and other grain from Omaha and South Omaha and 
Council Bluffs to Joliet and other Chicago & Alton sta- 
tions in Illinois. 

The present rate on wheat to that point is 12 cents. 
The proposed rate is 17 cents. The present 
corn is 11 cents and the proposed, 15 cents. 

April 21, in I. and S. No. 439, the Commission sus- 
pended from April 25 and May 1 until August 23 schedules 
contained in the following tariffs: 

Michigan Central Railroad Co—Supplement No. 4 to 
I. C. C. No. 4242, Supplement No. 3 to I. C. C. No. 4339, 
Supplement No. 4 to I. C. C. No. 4339, Supplement No. 5 
to I. C. C. No. 4339, Supplement No. 1 to I. C. C. No. 
4340, Supplement No. 2 to I. C. C. No. 4340, Supplement 
No. 1 to I. C. C. No. 4439, Supplement No. 2 to I. C. C. 
No. 4439, I. C. C. No. 4494, I. C. C. No. 4495, I. C. C. No. 
4505, I. C. C. No. 4506. 

The Michigan Central Railroad Co. proposed to cancel 

withdraw transit privileges on dried beans, dried 
peas and grain, originating at or destined to points lo 
cated on the Detroit & Mackinac, which 
increases in rates on these 
to be stopped in transit for the 
milling, etc. 


rate on 


and 


would result in 
commodities if they 


of cleaning, 


were 
purpose 


ORDERS OF THE COMMISSION 


The carriers having removed the cause of complaint, 
the Commission its I. and S. Order No. 289 
as of April 13. 


has vacated 
The effective date of the order in Buffalo, Rochester 
& Pittsburgh vs. Pennsylvania Co. 
from May 1 to May 15. 

The Commission has decided to reopen the complaints 
of the Pacific Creamery Co. against the Southern Pacific 
et al. and that of the Arizona corporation commission 
against the Atchison, the two being docketed 
The order of March 7 is therefore set aside. 

Application for a rehearing has been denied in the 
complaint of the Paducah Board of Trade against the 
Illinois Central et al. 


has been postponed 


together 


WANT SUITS TRANSFERRED. 
Arguments on a motion to transfer state suits against 


Missouri railroads for a refund of alleged excess rates 
paid by passengers and shippers while the Missouri rate 
cases were in litigation were begun Tuesday in the fed 
eral court at Kansas City. The motion was filed several 
weeks ago by attorneys for the Chicago, Milwaukee & 
St. Paul, the Chicago & Alton and the Kansas City South- 
ern railroads. The railroads want the cases settled in 
the United States courts. 
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THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 
The Commission will file no brief in the private car 


inquiry, but it desires respondents to consider and dis- 
cuss in their briefs the following propositions in so far as 
they may be applicable to the particular respondent. The 
discussion is not limited to the subject-matter of the 
questions propounded, but any other matters embraced 
in the testimony which may be deemed pertinent to the 
investigation may be included. 

1. If equipment of a special character is owned or 
supplied by carriers, should a service charge, in addition 
to the freight rate, be assessed? 

2. Where the carrier has no available equipment of 
the kind required by the shipper, should it procure same 
for the shipper from a car owner, or should the shipper 
be permitted to make his own arrangements with the car 
owner and supply equipment for his own use? This ques- 
tion to be considered as to, first, ordinary equipment; 
second, special equipment. (The terms “ordinary” and 
“special” in this connection to be defined.) 

3. If concerns owning private cars are to be per- 
mitted to continue to furnish them to shippers and to 
make a charge direct to the shipper for the use thereof, 
should not tariff naming such charges be filed with the 
Interstate Commerce Commission? 

4. If the railroads are to continue using cars of pri- 
vate ownership, should such car owners be subjected to 
regulation by this Commission? 

5. What compensation should be paid by the rail- 
roads to the car owner or lessee for the use of his equip- 
ment, both ordinary and special? Should this compensa- 
tion be on a mileage or per diem basis, or both? Should 
compensation be different— 

(a) Where carriers individually or jointly agree to 
supply equipment, but shipper elects to supply his own 
cars? 

(b) Where carriers fail or refuse to supply suitable 
equipment and shipper is practically compelled to supply 
his own cars? 

6. What relation should the investment in the private 
car, its cost of operation, maintenance and depreciation, 
and the loaded and empty per car mile freight earnings 
bear to the rental or allowance to be paid by the carrier for 
the use of such car? 

7. Should charges for refrigeration be a stated sum 
for the entire service, or should they be based on the 
weight of ice and salt furnished? 


8. (a) Should the railroads be required to perform 
the initidl icing? 

(b) Should they be required to perform all reicing? 

(c) Should they be required to own all of the icing 
stations and facilities on their respective lines? 

(d) Should they be permitted to contract with a shipper 
or shippers of perishable freight for reicing en route? 

9. Do not the present rules carried in the Exceptions 
to Freight Classifications unduly discriminate in favor 
of shipments made by the packers, in that lower minimum 
weights and more liberal mixing and other privileges are 
accorded shipments made by these interests than are 
accorded other shippers of some of the same commodi- 
ties and do not the rules relating to mixing, minimum 
weight and charge, part lot shipments, return of empty 
containers, etc., encourage the light loading of cars, the 
loading of non-perishable freight in refrigerator cars, and 
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result in a greater number of car-miles than are reason- 
ably necessary to transport the tonnage? 

On what grounds are empty containers used in ship- 
ping meats and packing house products considered a part 
of the car any more than empty beer packages? 

10. Should present demurrage rules applicable to 
privately owned cars be allowed to stand, or should they 
be changed? If changed, in what respect? 

11. Should the M. C. B. rules be filed with the 
Interstate Commerce Commission? 


PERSONAL 


William H. Hosmer, chairman of the Western Trunk 
Lines Committee, and for 35 years engaged in railroad 
work in Chicago, died Tuesday. He was born in Boston, 
Mass., Oct. 3, 1859. During the Spanish-American war he 
served as secretary to Rear-Admiral Schley. He came 
to Chicago in 1880 and entered the employ of the Western 
Freight Association in the capacity of statement clerk. 
He remained in the employ of the association continuously 
and at the time of his death had risen to the position 
of chairman of the Western Trunk Lines Committee, the 
successor of the Western Freight Association. He was 
also chairman of the Illinois Freight Committee, the Gulf 
Foreign Freight Committee, and the Illinois-Indiana Coal 
Traffic Bureau. 

The drawing of straws determined the selection of 
a rate expert for the Mississippi railroad commission, 
after the three members of that body had been in a dead- 
lock for two days over the question. M. C. Moore, of 
Meridian, drew the long straw that gave him a $2,400 a 
year job. 

R. BE. Havemann is appointed general freight and 
passenger agent of the Cincinnati, Georgetown & Ports- 
mouth Railroad and the Felicity & Bethel Railroad Co., 
with office at Cincinnati. V. M. Loudon is appointed acting 
superintendent of transportation, with office at Cincinnati. 

The office of commercial agent of the Tennessee 
Central Railroad Co. has been removed to the Webster 
Building, No. 325 South La Salle street, Chicago. 

J. F. Garvin is appointed general freight agent of 
the Missouri, Kansas & Texas Railway Co. of Texas, 
with headquarters at Dallas. 

The office of general western freight agent and that 
of westbound agent of the Lehigh Valley Railroad Co. 
has been removed from the Railway Exchange Building 
to the Continental and Commercial Bank Building, La 
Salle and Adams streets, Chicago. 

J. Carroll Hughes is appointed soliciting freight. 
agent of the Georgia Southern & Florida Railway Co. 
at Macon, Ga., vice Charles G. Norris, assigned to other 
duties. Mr. Hughes will report to F. H. Humphreys, 
commercial agent at Macon. 


J. L. West, recently appointed freight traffic manager 
of the Missouri, Kansas & Texas Railway Co. of Texas, 
with headquarters at Dallas, was born at Belleville, Ill. 
After a public school education he entered the railway 
service in 1889 as stenographer in the road department, 
M., K. & T. Railway, a tParsons, Kan. His entire rail- 
road career has been with the M., K. & T. lines, as 
stenographer, rate clerk in general freight office, chief 
clerk general freight office, assistant general freight agent 
and general freight agent, at Parsons, Kan., Sedalia, Mo., 
Denison, Tex., Dallas, Tex., Houston, Tex., Kansas City, 
Mo., St. Louis, Mo., and Dallas, Tex. 
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RAILROAD CONSTRUCTION COST 


—_— 


Investigation as to Rates and Practices of Hard 
Coal Roads, Brings Out Interest- 
ing Figures 





THE TRAFFIC SERVICE NEWS BURBAU, 
Colorado Building, Washington, D. OC. 

“How much would it cost to reproduce a railroad 
such as the Lehigh Valley, exclusive of its equipment 
of engines, cars, ships, tugs and lighters?” Answers to 
that question have been attempted in the Commission's 
inquiry into the rates, practices and investment of the 
hard coal roads in the carrying of anthracite, by H. A. 
Dunn of Haskins & Sells, who dealt with the financial 
end of the question, and W. J. Wilgus, formerly chief 
engineer of the New York Central, who made a valuation 
of the Lehigh, which was first used in the Meeker case, 
in which a big award of reparation was made. 

Mr. Dunn estimated that the cost of constructing 
the Lehigh Valley, that is, the actual cash that would 
have to pass through the hands of the paymasters, with- 
out providing any equipment or working capital, is $185,- 
000,000. That estimate does not include the big terminals 
for special purposes. 

Mr. Wilgus estimates, as an engineer, taking land 
values as they are now, the reproduction cost would be 
$315,000,000; but if the land values were cut down ac- 
cording to the rule laid down in the Minnesota rate case, 
that is, if the land was value as if it were to be used 
as part of adjoining properties for purposes other than 
railroading and if depreciation were charged off, also 
according to the rule laid down in that case, then about 
$250,000,000. That is, it would cost that amount of money 
to reproduce the Lehigh in its present condition, ready to 
run trains over it, with freight and passenger stations 
ready to be used. 

The men mentioned gave their testimony under the 
examination of Walker D. Hines, appearing in the case 
as attorney for the road, and Examiner Hickey appearing 
before Examiner S. H. Smith. Mr. Wilgus prepared his 
estimates and submitted them in twenty-odd volumes, in 
each of which are references to the original note books 
and maps used to set down the results of actual meas- 
uring of cuts and fills, bridges and trestles, station build- 
ings, wharves, and so forth. 

No extended cross-examination has been undertaken 
on behalf of the Commission, but questions by Examiner 
Hickey as to whether the volumes show the underlying 
papers from which were taken the data on which the 
conclusions were based indicated that a complete analysis 
will be undertaken by the Commission. Mr. Wilgus said 
that the references in the volumes will enable every sum 
to be traced to the source from which it sprang. 

Mr. Wilgus testified that such a road as the Lehigh, 
with comparatively low grades, easy curves, deep cuts 
and fills is economical in its operating costs, but high in 
the costs of construction, because it “goes straight” 
across hills or under them. A road that followed valleys 
and avoided deep cuts or heavy fills by means of sharp 
curves is low in cost of construction, but high in the 
cost of operation and maintenance. 

Testifying as to the cost of constructing railroads, he 
said that in the flat middle West, where there is a sparse 
population and where temporary structures are used so 
as to keep down original construction cost, a single-track 
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road can be built at a cost of from $20,000 to $40,000 
per mile. That cost is about what may also be expected 
in the South and in the “featureless East,” that is, in 
parts of the East, where the population is sparse and the 
topography is not at all perplexing from an engineer’s 
point of view. 

“It is estimated that it will cost from $42,000 to 
$51,000 per mile in Alaska, where the cost of the right- 
of-way will be nothing and where grades and sharp curves 
will be tolerated,” said Mr. .Wilgus. “I might say that 
the estimates were prepared, in part, by Mr. Ingersoll, 
who was my assistant in the valuation of the Lehigh. 
There has not been anything to indicate whether the esti- 
mate is high enough.” 

In the Canal Zone, the witness said, the government 
is relocating the Panama Railroad at a cost of $200,000 
per mile. The Virginian cost $88,500 per mile and the 
four-track roads into New York from $1,000,000 to $3,000,- 
000 per mile. The cost of a single-track road runs from 
$20,000 to $40,000 and double-track from $75,000 to $300,- 
000, and four-track from $1,000,000 to $3,000,000. 


AURORA RATE CASE. 


Examiner Wood of the Interstate Commerce Com- 
mission held a hearing in Chicago Friday on case No. 
6587—Fox River Valley Manufacturers’ Association vs. 
the Maine Central Railroad et al. The carriers advanced 
the rate from the East to Aurora, Ill., from 104 per cent 
of the Chicago rate to 107 per cent, and the principal 
protestants are the members of the manufacturers’ asso- 
ciation, which is an Aurora organization. They hold that 
the rate is too high; that it is a discrimination against 
Aurora in favor of Chicago and Joliet, and tried to show 
that in originally fixing the rate at 104 per cent the 
carriers took that figure because the mileage is just 104 
per cent of the Chicago mileage. This the railroads de- 
nied. They said if the mileage and the rate did happen 
to agree, the rate was not so fixed on account of the 
mileage. It was simply the figure arrived at when some 
years ago it was found necessary to reduce the rate. 
The carriers say the present Aurora rate was made to 
comply with the decision of the Commission in the Elgin 
case. It held that Elgin and Aurora rates must be equal, 
so the carriers advanced the Aurora rate from 104 to 
107 and reduced the Elgin rate from 110 to 107. 





SUITS ALLEGE OVERCHARGES. 

Alleging that they have been overcharged for years 
because of a misconstruction of freight tariff rates, a 
number of large department stores in Philadelphia have 
brought suits in the United States District Court for sums 
aggregating $15,000 against express companies doing an 
interstate business. Nineteen suits were filed by counsel 
for the stores, who declares that the weight of the pack- 
ages sent by a consignor to one destination at the same 
time should be charged for in the aggregate, instead of 
by the individual package. 


Luis Jackson, industrial development commissioner 
of the Erie Railroad, has resigned. He will retire April 
30, after eleven years’ service wth the company. 

Fred Wild, Jr., is appointed freight traffic manager 


of the Denver & Rio Grande Railroad Co., with office at - 


Denver, Colo., vice H. M. Adams, resigned to accept serv- 
ice with another company. W. M. Lampton is appointed 
general freight agent, with office at Denver. 
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Docket of The Commission 


Note.—items in the Docket marked with an asterick (*) are 
new and have not been carried in the publication during the 
preceding week. 





April 27—Louisville, Ky.—Examiner Berry: 
* 6623—St. Matthews Produce Co. vs. L. & N. R. R. Co. et al. 
April 27—Cincinnati, O.—Examiner McKenna: 
§238—I. V. Sutphin Co. vs. Tenn. Cent. R. R. Co. et al. 
6110—I. V. Sutphin Co. vs. P. C. C. & St. L. Ry. Co. et al. 
6537—American Naval Stores Co. vs. L. & N. R. R. Co. et al 
Fourth Section Applications: 
3965—C. N. O. & T. P. Ry. Co. 
2045—I1l. Cent. R. R. Co. 
1952—L. & N. R. R. Co. 
458—N. C. & St. L, Ry. Co. 
3912—Tenn. Cent. R. R. Co. 
April 27—Columbia, S. C.—Examiner J. Edgar Smith: 
4656—Columbia Chamber of Commerce vs. Sou. Ry. Co. et al. 
April 27—Argument at Washington, D. C.: 
5860 and |. & S. 333—Rate increases in Official Classification 
territory. 
April 27—Memphis, Tenn.—Examiner Hines: 
6576—Belgrade Lumber Co. et al. vs. Ill. Cent. R. R. Co. et al 
6656—Anderson-Tully Co. et al. vs. Ill Cent. Co. et al. 


April 28—Memphis, Tenn.—Examiner Hines: 
6390—Memphis Freight Bureau vs. St. L. 
et al. 


April 28—Cincinnati, O.—Examiner McKenna: 
|. & S. 380—Orange rates to Charleston, W. Va. 
6459—Globe Wernicke Co. vs. B. & O. R. R. Co. et al. 
April 28—Chicago, IIL—Examiner Wood: 
eo T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co 
et al. 
April 29—Columbus, O.—Examiner Gerry: 
* 1. & S. 416—Milk and cream in cans between all points on 
Ohio Electric Ry. 
April 29—Chicago, Ill—Examiner Wood: 
6150—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 
6657—W. T. Rawleigh Medical Co. vs. C. & N. W. Ry. Co. 
April 30—Chicago, Ill.—Examiner Wood: 
eater T. Rawleigh Medical Co. vs. 
et al. 
er T. Rawleigh Medical Co. vs. 
et | 


April 30—Columbus, O.—Examiner Gerry: 

* 6749—Cruikshank & Robinson vs. P. R. R. et al. 

April 30—Charlotte, N. C.—Examiner J. Edgar Smith: 

6630—R. E. and C. E. Mason vs. S. A. L. Ry. Co. et al. 
6651—City of Rock Hill. S. C., vs. Sou. Ry. Co. 
Fourth Section Application No. 1548. 

April 30—Cairo, Ill—Examiner McKenna: 

1. & S. 397—Team track switching charges at Cairo, Ill: 
6474—Spoke Mfrs.’s Assn. et al. vs. St. L. S&S. W. Ry. Co 
et al. 

May 1—Richmond, Va.—Examiner J. Edgar Smith: 
6518—Cephas N. Stacy vs. Sou. Ry. Co. et al. 
6658—Virginia-Carolina Chemical Co. vs. A. C. L. 

et al. 

May 1—Columbus, O.—Examiner Gerry: 
6000—Federal Glass Co. et al. vs. C. R. I. & P. Ry. Co. et al 
4696—Charles Boldt Co. vs, C. R. I. & P. Ry Co. et al. 


May 1—St. Louis. Mo.—Examiner McKenna: 
6106—Bott Bros. Mfg. Co. vs. C. B. & Q. R. R. Co. et al. 
6265—St. L. S. W. Ry. Co. vs. P. & R. Ry. Co. et al. 
6383—Beck & Corbitt Iron Co. vs. K. C. Sou. Ry. Co. 
May 1—Columbus, 0.—Examiner Gerry: 
* |, & S. 416—Milk and cream in cans between all points on the 
Ohio Electric Ry. 
May 2—Columbus, O.—Examiner Gerry: 
* 6749—Cruikshank & Robinson vs. P. R. R. Co. 
May 2—Evansville, Ind.—Examiner Hines: 
§968—Maley & Werte vs. L. & N. R. R. Co. 
May 2—Hearing at Washington, D. C.: 
Analysis of operating expenses with respect to freight 
passenger service. 


May 2—St. Louis, Mo.—Examiner McKenna: 
6401—Cal Hirsch & Sons Iron and Rail Co., vs. N. Y. N. H. 
& H. R. R. Co. et al. 
6470—Herthold & Jennings Lumber Co. ys. Ala., 
Ry. Co. et al. 
May 4—Pittsburgh, Pa.—Examiner Butler: 
* 6325—B. McCracken & Son vs. B. & O. R. R. Co. et al. 
* 6467—Herb Bros. & Martin vs. Wabash R. R. Co. et al: 
* 6629—Pittsburgh Metal Bed Co. vs. N. Y. C. & H. R. R. R. 
Co. et al. 
May 4—St. Louis, Mo.—Examiner Pattison: 
1. & S. 11—So far as that is applicable to the Deering South- 
western Ry. 
May 4—Nashville, Tenn.—Examiner Hines: 
4905—Blanton W. Burford et al. vs. L. & N. R. R. Co. et al. 
May 4—Chicago, Ill._—Examiner Gerry: 
sar acs Hill Coal Co. et al. vs. B. & O. S. W. R. R. Co 
et al. 
May 4—St. Louis, Mo.—Examiner McKenna: 
6295—Milliken Refining Co. vs. M. K. & T. Ry. Co. 
6494—Mound City Roofing Tile Co. vs. B. & O. S. W. R. R. Co., 


et al. 
6498—Funck Lumber Co. vs. B. & O. S. W. R. R. Co. et al. 


I. M. & S. Ry. Co 


Ce... mm. Co. 
Cc. & N. W. Ry. Co 


R. R. Co. 


and 


Tenn & No. 


May 4—New York, N. Y.—Examiner Watkins: 

* 6707—New York Mercantile Exchange et al. vs. B. & O. R. R. 
Co. et al. 

May 4—Washington, D. C.—Examiner Brown: 

* 6506—Mixed Car Dealers’ Assn. vs. D. L. & W. R. R. Co. et al. 

May 4—St. Louis, Mo.—Examiner Pattison: 

* 1. & S. 11—So far as that is applicable to the Deering South- 
western Ry., Sibley, Lake Bisteneau & Southern Ry. Co, and 
the complaint of Wisconsin Lumber Co. against Louisiana 
& Pine Bluff Ry. et al. 

May 5—Nashville, Tenn.—Examiner Hines: 

* |, & S. 415—Lumber to Nashville, Tenn. 

May 5—Rochester, N. Y.—Examiner Butler: 

* 6608—Birkett Mills vs. N. Y. C. & H. R. R. R. Co. et al. 

May 5—Chicago, Ill—Examiner Gerry: 

6439—Pulp and Paper Mfrs. Traffic Assn. vs. D. S. S. & A. 
et al. 


. May 5—Rochester, N. Y.—Examiner Butler: 


* 6608—Birkett Mills vs. N. Y. C. & H. R. R. R. et al. 


May 5—St. Louis, Mo.—Examiner McKenna: 
6541—Commercial Acid Co. vs. Ill. Cent. R. R. Co. et al. 
6655—John Jacob Astor vs.°St. L. & S. F. R. R. Co. et al, 
6699—Richardson Lubricating Co. vs. A. T. & 8S, F. Ry. Co. 
et al. 


May 6—Elmira, N. Y.—Examiner Butler: 
* 6361—A. Wyckoff & Sons Co. vs. C. & O. Ry. Co. et al. 
* 6432—Asa Wilcox vs. Fla. E. C. Ry. Co. 


May 6—Richmond, Va.—J. Edgar Smith: 
* 6518—Cephas N. Stacy vs. Sou. Ry. Co. et al. 
* 6658—Virginia Caro Chemical Co. vs. A. C. L. R. R. Co. et al. 


May 6—Omaha, Neb.—Examiner Berry: 
* 6626—Omaha Grain Exchange vs. C. B. & Q. R. R. Co. et al. 


May 6—Chicago, Ill—Examiner Gerry: 
6698—Western Clock Co. vs. C. B. & Q. R. R. Co. et al. 


May 6—Oral argument at Washington: 
6052—Judd & Detweiler vs. B. & O. R. R. Co. et al. 
6058—O. J. DeMoll & Co. et al. vs. Sou. Ry. Co. et al. 
6140—Philadelphia Team Owners’ Protective Assn. et al. vs. 
P. & R. Ry. Co. et al. 


May 6—St. Louis, Mo.—Examiner McKenna: 
6486—LaClede-Christy Clay Products Co. vs. Mo. Pac. Ry. Co 
et al. 
6546—-Ozark Fruit Growers’ Assn. vs. U. S. 
|. & S, 366—Lumber rates from Thebes, IIl. 
|. & S. 390—Gypsum rates from Winslow, Ariz. 
May 6—Boston, Mass.—Examiner Watkins: 
* 1. & S. 398—Class and commodity rates from stations in the 
Sitate of Maine. 


May 7—Charlotte, N. C.—Examiner J. Edgar Smith: 

* 6630—R. E. & C. E. Mason vs. S. A. L. Ry. Co. et al. 

* 6651—City of Rock Hill, S. C., vs. Sou. Ry. Co. 

* Fourth Section Application No. 1548 of the Sou. Ry. to be 
heard in connection with Docket No. 6651. 

May 7—Ft. Smith, Ark.—Examiner Pattison: 

wr. Ww. + Echols & Co. et al. vs. Ahnapee & Western Ry. 

o. et al. 


May 7—Chicago, Ill—Examiner Gerry: 
6700—Goodwillie Bros. vs. M. St. P. & S. S. M. Ry. Co. et al. 
6411—J. C. Shafer & Co. vs. Ill. Cent. R. R. Co. 
May 7—Oral argument at Washington: 
6420—G. B. Merrill & Bro. vs. Sou. Ry. Co. et al. 
ae England Coal and Coke Co. vs. N. & W. Ry. Co. 
et al. 
6227—Hall & Legam Lumber Co. ys. Sou. Ry. Co. 
6318—Grain and Hay Exchange of Pittsburgh vs. Pa. Co. et al. 
May 8—Chicago, Ill.—Examiner Gerry: 
6356—City Ice and Supply Co. vs. C. & N. W. Ry. Co. et al. 


May 8—Chicago, Ill.—Examiner Gerry: 
6422—-Consumers Co. vs. C. & N. W. Ry. Co. et al. 
6567—Hygienic Ice Co. vs. C. & N. W. Ry. Co. et al. 


May 8—Oral argument at Washington: 
6154—S. J. Greenbaum Co. vs. L. & N. R. R. Co. et al. 
6155—S. J. Greenbaum Co. vs. B. & O. R. R. Co. et al. 
6156—S.. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 
6492—Brush Creek Mining and Mfg. Co. et al. vs. L. & N. 
et al. 


Express Co. et al 


R. R. Co. et al. 
6392—Knight Woolen Mills vs. C. & N. W. Ry. Co. 


May 8&—Omaha, Neb.—Examiner Berry: 
* 6688—Omaha Grain Exchange vs. C. & A. R. R. Co. 


May 8—Watertown, N. Y.—Examiner Butler: 
* 6444—Carthage Sulphite Pulp and Paper Co. et al. vs. N. Y. 
C. & H. R. R. R. Co. et al. 


May 8—Kansas City, Mo.—Examiner McKenna: 
wae eeneere Vitrified Brick Co. vs. C. B. & Q. R. R. Co. 
et al. 
6597—C. W. Hull Co. vs. C. B. & & Q. R R. Co. et al. 
|. & S. 227—Kansas-Iowa brick rates. 


May 8—Washington, D. C.—Examiner Thurtell: 

* Fourth Section Application No. 8835, filed by R. H. Countiss, 
agent,.on behalf of certain transcontinental carriers, asks 
authority to establish a rate of 46 cents per 100 pounds on 
beet and cane sugar in carloads from San Francisco and 
other points in California to Chicago, Ill. A protest against 
the allowance of this application having been filed with the 
Commission by C. C. McCain, agent, on behalf of various 
railways operating between New York, Philadelphia and 
Boston on the one hand and Chicago on the other, a hearing 


et al. 








will be held respecting the reasonableness and lawfulness 
of the proposed rates. 
May 9—Texarkana, Ark.—Examiner Pattison: : 

1. & S. 312—Rates on fencing and fencing material from An- 
derson and other points in Indiana to Texarkana, Arkansas- 
Texas and other points. 

May 9—Sumter, S. C.—Examiner J. Edgar Smith: 

* 6721—L. W. Radina & Co. vs. Sou. Ry. et al. 

May 9—Schenectady, N. Y.—Examiner Butler: 

* 6679—Streever Lumber Co, vs. C. M. & St. P. Ry. Co. et al. 
May 9—Chicago, Ill—Examiner Gerry: 

6508—Clinton Coal Co. vs. C. T. H. & 9. E. Ry. Co. et al. i 

om & Orendorff Co. vs. C. C. C. & St. L. Ry. Co 
et al. 

May 9—Oral argument at Washington: 

6271—Monch Coal Co, et al. vs. C. & E. I R. R. Co. et al. 

6468—Southern Hardwood Traffic Bureau vs. Ill. Cent. R. R. 
Co, et al. 

May 11—Columbia, S. C.—Examiner J. Edgar Smith: 

* 4656—Columbia Chamber of Commerce vs. Sou. Ry. Co. et al 
May 11—Barre, Vt.—Examiner Butler: 

* 5384—Stephen & Gerrard vs. Mont. & W. R. R. R. Co. et al. 


May 11—Docket No. 6417, Excello Feed Milling Co. vs. Nor. Pace 
Ry. Co. et al., now assigned before Examiner McKenna at 
Kansas City, is cancelled. 


May 11—Memphis, Tenn.—Examiner Pattison: 
oe River Lumber Co. et al. vs. St. L. I. M. & S. Ry. 
0. et al. 


May 11—Chicago, Ill.—Examiner Gerry: 
6321—Albert Miller & Co. vs. C. & N. W. Ry. Co. et al. 
6477—Albert Miller & Co. vs. Wabash R. R. Co. et al. 
“2 S. 382—Cement rates from Mason City, Ia., to Beach, 
» DD 


May 11—Kansas City, Mo,—Examiner McKenna: 
6197—A. McCarthy & Co. vs. A. T. & S. F. Ry. Co. 
6417—Excello Feed Milling Co. vs. Nor. Pac. Ry. Co. et al 
6320—Clarence E. Walker vs. Mo, Pac. Ry. Co. et al. 
6638—Star Coal Co. ys. St. L. I. M. & Sou. Ry. Co. et al 
May 11—Hearing of Docket 6197, A. McCarthy & Son vs. A. T 
& S. F. Ry. Co., assigned before Examiner McKenna at 
Kansas City, Mo., is cancelled, 
Hearing of Docket 6132, Texas Co. vs. C. & N. W. Ry. Co., 
assigned before Examiner Gerry at Chicago, Ill., is also can- 
celled. 


May 11—Philadelphia, Pa.—Examiner Brown: 

* 6333—International Paper Co. vs. D. & H. Co. et al. 

May 11—Kansas City, Mo.—Examiner McKenna: 

* 6461—Brodnax & McLiney vs. St. L. & S. F. R. R. Co. et al 

May 11—St. Paul, Minn.—Examiner Watkins: 

* 1, & S. 40i—Rates on potatoes to stations in Missouri, Arkan- 
sas and Oklahoma. 

*1, & S. 46—Freight rates between points in Minnesota via 
interstate routes and between points in Minnesota and other 
states. 

May 12—St. Paul, Minn.—Examiner Watkins: 

*|. & S. 408—Cement rates between points in Illinois and points 
in Minnesota and other states. 

* 1. & S. 412—Beer and other malt products between stations in 
Iowa and South Dakota and points in Minnesota and Wis- 
consin. 


May 12—Chicago, Ill—Examiner Gerry: 
6454—Aetna Powder Co. vs. Wabash R. R. Co. et al. 
6185—Northern Central Coal Co. vs. Wabash R. R. Co. et al. 


May 12—Kansas City, Mo.—Examiner McKenna: i 

6102—R. W. Gess Commission Co. vs. St. L. & S. F. R. R. Co 
et al. 

6349—Peet Bros. Mfg. Co. vs. Ill. Cent. R. R. Co. et al. = 

6418—Peycke Bros. Commission Co. vs. C. R. I. & P. Ry. Co 
et al. 


May 13—Worcester, Mass.—Examiner Butler: 
* 6059—Borcross-West Marble Co. vs. Rutland R. R. Co. et al. 


May 13—Hearing of Docket 5461, Brodnax & McLiney vs. St. L. 
& S. F. R. R. Co. et al., now assigned before Examiner Mc- 
Kenna at Kansas City, Mo., is cancelled and the case re- 
assigned for hearing before Examiner McKenna at Kansas 
City, Mo., May 11. 

May 13—Philadelphia, Pa.—Examiner Brown: 

* 5917_G. B. Markle & Co. vs. L. V. R. R. Co. et al. 

May 13—Cincinnati, O.—Examiner Pattison: 

6336—Cincinnati Team Owners’ Assn. et al. vs. B. & O. R. R. 
Co. et al. 
May 13—Chicago, Ill.—Examiner Gerry: 
$351—Dr. W. P. Cutler vs. Wabash R. R. Co. et al. 
6528—D. Friedlander & Co. vs. C. M. & St. P. Ry. Co. 
6681—Armour Grain Co. vs. Ill. Cent. R. R. Co, 


May 13—Oral argument at Washington: 
6170—Decatur Navigation Co. vs. L. & N. R. R. Co, et ak 
6508—Louisville Board of Trade vs. L. & N. R. R. Co 
May 13—Kansas City, Mo.—Examiner McKenna: 
50—Peter A. Fox vs. C., Gt. West. R. R. Co. et al. 
6461—Brodnax & McLinny vs. St. L. & 8S. F. R. R. Co. et al. 
6466—Eads Water Co. vs. A. T. & S. F. Ry. Co et al. 
May 13—St. Paul, Minn.—Examiner Watkins: 
* 1. & S. 418—Coal, Illinois mines to Minnesota and Wisconsin 
points. 
May 13—Philadelphia, Pa.—Examiner Brown: 
* 5917—G. B. Markle Co, et al. vs. L. V. R. R. Co. 


May 14—Boston, Mass.—Examiner Butler: 
* 5986—Eastern Tale Co. vs. C. & E. I. R. R. Co. et al. 
* 6025—Asa Peck & Co. vs. N. Y. N. H. & H. R. R. Co. et ai. 
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* 6136—Hartley & Co. vs. N. Y. N. H. & H. R. R. Co. 

* 6353—Hartley & Co. vs. N. Y. N. H. & H. R. R. 

~— 14—Kansas City, Mo.—Examiner McKenna: 
5927—A. M: Hampton vs. M. K. & T. Ry. Co. 

May 14—Chicago, Hil.—Examiner Gerry: 
6535—Lamson Bros. Co. vs. L. 8S. & M. S. Ry. Co. et al. 
6563—Rumsey & Co. vs. C. & N. W. Ry. Co. et al. 

May 14—Kansas City, Mo.—Examiner McKenna: 
6163—Foster Lumber Co. vs. M. K. & T. Ry. Co. et al. 
6586—Foster Lumber Co. vs. K. C. Sou. Ry. Co. et al. 
6557—Schreiber Hay and Grain Co. vs. C. B. & Q. R. R. Co 

May 14—Oral argument at Washington: 





6495—New Orleans Live Stock Exchange et al. vs. L. & N. 


R. R. et al. 
$300—Corporation Commission of Oklahoma et al. vs. A. T. & 
8S. F. Ry. et al. 
= Commercial Club vs. T. & N. O. R. R. Co 
et al, 
May 15—Philadelphia, Pa.—Examiner Brown: 
* 6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co. 
May 15—Boston, Mass.—Examiner Butler: 


* 6122—American Motor Co, vs. N. YY. N. H. & H. R. R. Cu. 


et al. 

* 6501—International Purchasing Co. vs. St. L. & S. F. R. R 
Co. et al. 

* 6589—Boston Woven Hose and Rubber Co. vs. B. & A. R. R 
Co. et al 


May 15—Chicago, Ill—Examiner Gerry: 
6132—Texas Co. vs. C. & N. W. Ry. Co 
6146—Wait Talcott vs. Sou. Pac. Co. 
6539—Goodhart-Hattman Co. vs. Sou. Pac. Co. et al 


May 15—Kansas City, Mo.—Examiner McKenna: 
|. & S. 372—Potato rates in Western Classification territory 
1. & S. 373—Grain rates from St. Paul, Minn. 


May 15—Oral argument at Washington: 
6180—Board of Trade of Kansas City, Mo., vs. St. L. & S. F 
R. R. Co. et al. 


May 15—Oral argument at Washington, D. C.: 

* 3243—Sioux City Terminal Elevator Co. et al. vs. C. M. & St 
P. Ry. Co. et al. 

May 15—Philadelphia, Pa.—Examiner Brown: 

* 6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co 


May 16—Chicago, Ill.—Examiner Gerry: 
4788—Central Commercial Co. vs. L. & N. R. R. Co. 
ore Iron and Steel Co. vs. Ind. Harb. Belt R. R. Co 
et al. 
6179—Mogul Motor Truck Co. vs. C. B. & Q. R. R. Co 


May 16—Boston, Mass.—Examiner Butler: 
*4, SS 417—Rates on paper between stations on B. & M 
R. R, 


May 16—Kansas City, Mo.—Examiner McKenna: 
1. & §. 384—Class and commodity rates between Missouri 
River points and points in Missouri, 


May 16—Oral argument at Washington: 
6350—Pacific Navigation Co. vs. Sou. Pac. Co. et al. 
6366—Big Basin Lumber Co. et al. vs. Sou. Pac. Co. et al. 


May 16—Hearing of I. & S. Docket 384, class and commodity 
rates between Missouri River points and points in Missouri, 
now assigned before Examiner McKenna at Kansas City 
Mo., is cancelled. 


May 18—Providence, R. I.—Examiner Butler: 
* 6097—Providence Fruit and Produce Exchange vs. N. Y. C 
& H. R. R: R. Co. 
* 6124—Providence Fruit and Produce Exchange vs. P. R. R 
Co, et al. 
* 6395—Providence Fruit and Produce Exchange vs. America! 
Express Co. et al. 
May 18—Chicago, Ill.—Examiner Gerry: 
6178—T. C. Kennedy vs. N. Y. C. & H. R. R. R. Co. et a! 
6289—Brunswick-Balke-Collender Co. vs. C. Gt. West. R. R 
Co. et al 
May 18—Kansas City, Mo.—Examiner McKenna: 
|. & S. 402—Westbound transcontinental rates on buckwheat 
and corn flour. 
May 18—Sioux Falls, S. D.—Examiner Watkins: 
* 1. & S. 409—Live stock rates from points in Colorado, Sout! 
Dakota and other states to Omaha, Neb., and other points 
* 1. & S. 6689—State of South Dakota et al. vs. Ahnapee & 
West Ry. Co. et al. 
* 1. & S. 6690—State of South Dakota et al. vs. Alabama & 
Vicksburg Ry. Co. et al. 
* Fourth Section Applications Nos. 2860 and 2880 of the C. M 
St. P. Ry. 
May 19—Sioux Falls, S. D.—Examiner Watkins: 
* 1. & S. 374—Rates on malt from Sioux Falls, S. D. 
* 1. & S. 375—Rates on hogs from Sioux Falls, S. D. 
* 5772—Turner Creamery Co. vs. C. M. & St. P. Ry. 
* 6077—Charles W. Farrell vs. C. M. & St. P. Ry. Co. et al. 
May 19—Chicago, Ill—Examiner Gerry: 
4868—Barnes Grocery Co. vs. St. L. I. M. & Sou. Ry. Co. et al 
6147—B. Heller & Co. vs. A. T. & S. F. Ry. Co. 
6149—Obion Hardware Co. et al. vs. C. Il. & S. R. R. Co. et al 


May 19—New Haven, Conn.—Examiner Butler: 
* 5371—James B. Shaw vs. Rutland R. R. Co. et al. 
May 19—Keokuk, Ia.—Examiner McKenna: 
6291—W eber-Kirch Mfg. Co., vs. C. B. & Q. R. R. Co. et al. 


May 20—Chicago, Ill—Examiner Gerry: 
a Pleasant Fertilizer Co. vs. N. O. & N. E. R. R 
Co. et al. 
one & Culver Lumber Co. vs. L. & N. R. R. Co. 
et al. 
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May 20—Washington, D. C.—Commissioner Meyer: 
6370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 

May 20—Chicago, Ill—Examiner Gerry: 

Fourth Section Applications, Numbers: 
799—St. L. & S. F. R. R. Co. 
2138—M. & O. R. R. Co. 
602—New Orleans & Northeastern R. R. Co. 
1548—Southern Ry. Co. 
461—Alabama & Vicksburg Ry. Co. 
458—N. C. & St. L. R. R. 
1952—L. & N. R. R. Co. 
In connection with 
6340—Mount Pleasant Fertilizer Co. vs. N. O. & N. E. R. R. 
Co, et al. 

May 20—New York City—Examiner Butler: 

* 6399—Lehigh Valley Coal Sale Co. vs. L. V. R. R. Co. 

s aa & Hasslacher Chemical Cq. vs. C. & O. Ry. 
et al, 

* 6416—McArthur Bros. Co. vs. El Paso & S W. 

* 6500—Bayway Chemical Co. vs. C. R. R. of N. J. et al. 

May 20—Hearing of Docket No. 6340, Mt. Pleasant Fertilizer Co. 
vs. N. O. & N. W. R. R. Co. et al., now assigned before 
Examiner Gerry at Chicago, Ill, is postponed to a date to 
be hereafter fixed. 

May 20—Des Moines, Ia.—Examiner McKenna: 

6188—Marshall Oil Co. of Iowa vs. A. T. & S. F. Ry. Co. et al. 
6621—Rath Packing Co. vs. Ill. Cent. R. R. Co. et al. 
6452—Humane Remedy Co. vs. C. Great West. R. R. Co. et al 


May 21—Chicago, Ill—Examiner Gerry: 
6212—Omaha Packing Co. vs. C. M. & St. P. Ry. Co. et al. 
6164—Swift & Co. vs. A. T. & S. F. Ry. Co. et al. 
6680—Swift & Co. vs. 8. A. L. Ry. Co. et al. 

May 21—Des Moines, Ia.—Examiner McKenna: 
6251—Louden Machinery Co. vs. A. T. & S. F. Ry. Co. et al. 
$499—Ciesler & Co. vs. A. T. & S. F. Ry. Co et al 
— Moines Poultry and Butter Co. vs. C. & N. W. Ry. 

o. 


May 21—New York City—Examiner Butler: 

* a Coke and Coal Co. vs. N. Y. C. & H. R. R. 
o, et al. 

* 6697—Charles M. Biskie vs. N. Y. C. & H. R. R. R. Co. et al. 

* 6704—Geo. R. Gregg & Co. vs. N. Y. C. & H. R. R. Co. et al. 

May 22—Chicago, Ill._—Examiner Gerry: 

* 6748—Wilcox Co. vs. C. & N. W. Ry. Co. 


22—Philadelphia, Pa.—Examiner Butler: 
* 5939—J. S. Wentz & Co. vs. L. V. R. R. Co. et al. 
* 5948—Robert G. Kay vs. Dry Fork R. R. Co. et al. 
* 5994—Chas. Warner Co. vs. D. L. & W. R. R. Co. et al. 


May 22—Chicago, Ill._—Examiner Gerry: 
6550—Frost Mfg. Co. vs. A. T. & S. F. Ry. Co. et al 
— a Wisconsin Sand Gravel Co. vs. C. & N. W. 
Ry. Co. 
May 23—Ft. Dodge, Ia.—Examiner McKenna: 
6285—Plymouth Clay Products Co. vs. Ft. Dodge, D. M. & So. 
R. R. Co. et al. 
May 23—Chicago, Ill—Examiner Gerry: 
6263—W. W. Barnard Co. vs. C. & N. W. Ry. Co. et al. 
6548—Squire Dingee Co. vs: C. & N. W. Ry. Co. et al. 
wo eee Separator Co. vs. N. ¥. C. & H. R. R. R. Co. 
et al. 
eprgretertat: & Bascomb Rope Co. vs. C. R. I. & P. Ry. Co. 


et al. 
Fourth Section Application No. 629. 


LS 23—Philadelphia, Pa.—Examiner Butler: 
oo Pont de Nemours Powder Co. vs. Wabash R. R. Co. 
et al 

* 6022—Du Pont de Nemours Powder Co. vs. L. & N. R. R. 

* oo Pont de Nemours Powder Co. vs. Lexington & East 

y. Co, 
May 25—Mason City, Ia.—Examiner McKenna: 
“tet, E. Decker & Sons vs. Minn. & St. L. R. R. Co. 

et al 
vay 25—Philadelphia, Pa.—Examiner Butler: 
6213—Wood & Skilton vs. Sou. Ry. Co. et al. 

: = > Wood and E, A. Skilton et al. vs. A. C. L. R. R. 

o. eta 

* 6560—Wood & Skilton vs. Wabash Sou. Ry. Co. et al. 

May 25—Chicago, Ill—Examiner Gerry: 

* 6720—Swift & Co. vs. C. Gt. West R. R. Co. et al. 

* 6739—Swift & Co. vs. Mo. Pac. Ry. Co. et al. 

* 6743—Swift & Co. vs. P. R. R. Co. et al 

May 25—Pittsburgh, Pa.—Examiner Watkins: 

*1. & S. 388—Transit privileges on grain products at Pitts- 


vere. Pa. 
° 7, - . 6685—Crawford & Bunce et al. vs. P. Cc. Cc. & St. L. 
et al. 


May 26—Clinton, Ia.—Examiner McKenna: 
6 F. Smith & Sons vs. C. & N. W. Ry. Co. et al. 
gay 26—Chicago, Ill—Examiner Gerry: 
19—Sulzberger & Sons Co. vs. Sou. Pac. Co. et al. 
* 6729—F. J. Lewis Mfg. Co. vs. D. & R. G. R. R. Co. 
* 6733—F. J. Lewis Mfg. Co. vs. C. R. I. & P. Ry. Co. et al. 
ny! 26—Philadelphia, Pa.—Examiner Butler: 
18—Commercial Coal Mining Co. vs. P. R. R. et al. 
* 6313—Fill & Collins vs. P. & R. Ry. Co. et a; 
* 6305—Wistar, Underhill & Mixon vs. A. C. L. R. R. Co. et al. 
* tah "American Smelting Co. vs. B. aa R. R. Co. 
et a 
ie 27—Chicago, Ill.—Examiner Gerry: 
rae Schoenhofen Brewing Co. vs. Pere M. R. R. Co. 


* $744-“tichults & Gowen Co. vs. C. M. & St. P. Ry. Co. et al. 
* 6748—Wilcox & Co. vs. C. & N. W. Ry. Co. 
Ma 27—Philadelphia, Pa.—Examiner Butler: 

97—S. F. Scattergood & Co. vs. C. M. & St. P. Ry. Co. et al. 
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* 6402—S. F. Scattergood & Co. vs. N. Y. O. & W. et al. 
* 6538—S. F. Scattergood & Co. vs. 8 . & M. S. Co. et al. 
* eS Sulphur Copper and ‘Tron Co. vs. L. & N. 
‘0. 
27—Peoria, Ill.—Examiner McKenna: 
pa tl Bana Milling Co. vs. C. I. & 9. R. Co. et al. 


6298—American Milling Co. vs. Y. & M. V. x. R. Co. et al. 


May 28—Springfield, Ill—Examiner McKenna: 
et Farmers’ Elevator Co. vs. C. & A. R. R. Co. 


et 
May 28—Chicago, Ill—Examiner Gerry: 
* 6724—S. C. Bartlett Co. vs. C. P. & St. L. R. R. Co. et al. 
* 6741—S. C. Bartlett Co. vs. C. P. & St. L. R. R Co. et al. 
May 28—Philadelphia, Pa.—Examiner Butler: 
* 6533—Domenick Federico vs. Sou. Pac. Co. 
* 6702—Bangor National Slate Co. vs. L. V. R. R. Co. et al. 
* retake A, Cranston Lumber Co.-vs. A. C. L. R. R. Co. 
eta 
y 29—Chicago, II.—Examiner McKenna: 
Y@ S. 372—Potato rates in Western Classification territory. 
suis 1—Toledo, O.—Examiner McKenna: 
6393—Milburn Wagon Co. vs. L. S. & M. S. et al. 
“ae & Stephens vs. N. O. & N. E. R. R. Co. 
et a 
oa 1—St. Louis, Mo.—Examiner Gerry 
& S. 184—Advances on hardwood a other kinds of lumber. 
oane 1—Columbus, O.—Examiner Gerry: 
* 6000—Federal Glass Co, vs. C. R. I. & P. Ry. Co. 
* 4696—Chas. Boldt Co. vs. C. R. L. & P. Ry. Co. 


APPLICATIONS UNDER PANAMA CANAL ACT. 
Hearings at Washington, D. C., New Willard Hotel, 10:00 a. m. 
May 6 and 1—Docket 6381. 

The Pennsylvania R. R. Co.-and the Northern Central Ry. Co. 

(Erie & Western Transportation Co.). 
May 8 and 9—Docket 6616. 
Erie R. R. Co. (Mutual Transit Co. only). 
May 11 and 12—Docket 6615. 
Erie R. R. Co. (Erie R. R. Lake Line). 
May 13 and 14—Docket 6504. 
Lehigh Valley R. R. Co. (Lehigh Valley Transportation Co., 
lake line only). 
May 15 and 16—Docket 6631. 
Lehigh Valley R. R. Co. (Mutual Transit Co.). 
May 18 and 19—Docket 6570. 
The New York Central & Hudson River R. R. Co. (Mutual 
Transit Co.). 
May 20 and 21—Docket ae- 
The New York Central & Hudson River R. R. Co. (Western 
Transit Co.). 
May 22 and 23—Docket 6603. 
Rutland R. R. Co. (The Rutland Transit Co.). 
May 22 and 23—Docket 6765. 
The New York Central & Hudson River R. R. Co. (Rutland 
Transit Co.) 
May 25 and 26—Docket 6624. 
The Grand Trunk Ry. Co. of Canada (Canada Atlantic Transit 
Co. only). 


WITNESSES WILL TESTIFY 





The recalcitrant witnesses in the Interstate Com- 
merce Commission’s inquiry into the financial operations- 
of the Billard Co. with the New York, New Haven & 
Hartford Railroad have agreed to testify fully concern- 
ing the facts in their possession, and to produce the 
books and papers of the Billard Co. 

Chief Counsel Joseph W. Folk of the Commission 
Friday, April 17, received assurances that Hemmingway, 
Morehouse, Whipple and Field will testify concerning the 
matters to which a week ago they refused to answer, 
and also would produce books and other documents of 
the Billard Co. desired by the Commission. 

Confronted by indictment and criminal prosecution 
for their refusal to respond to “lawful questions” of the 
Commission, the witnesses concluded not to press their 
contention that the questions asked constituted an inva- 
sion of their personal-rights. It is expected that the next 
hearing will be on April 29. 

In connection with this case, Mr. Folk is quoted as 
saying that, so long as he is chief counsel for the Com- 
mission, resort will be had to the criminal sections of 
the law to compel the production of testimony. Not 
many cases requiring action of the courts arise, so the 
announcement has not created the stir that would have 
been created when the enforcement of the act became 
a fact instead of merely a theory. 
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Increasing Efficiency on the Short Haul 


New devices and methods that have made good by increasing efficiency in freight handling. and 


other branches of traffic work. Contributions are welcomed. 


HE TRAFFIC 


WORLD will be pleased to answer inquiries concerning any 
device or method mentioned in this department. 


STANDARDIZATION OF TERMINALS 


Standardization of terminals and shore facilities at all 
cities and towns along the Mississippi River is the object 
of a conference which will be held in the Business Men’s 
League offices at St. Louis April 28. An ultimate and 
incidental object of the meeting will be the standardiza- 
tion of shore traffic accommodations at all ports on all 
streams forming the inland waterway system. 

By experts it is declared that the success of -river 
transportation depends largely, if not mainly, on adequate 
and economic conveniences for handling freight between 
the. boats or barges and the land, and between the rail- 
roads and the boats and barges. Even with deep water 





and new types of craft, it will be necessary to standardize 
the shore facilities. 
Commercial clubs of all the large cities and most of 


the smaller cities and towns will be represented, engi- 
neers who are authorities on river transportation will be 
present, and the governors of the ten states bordering on 
the Mississippi have been invited. 

The expert engineers who will counsel the delegates 
are Baxter L. Brown, of the St. Louis City Plan Com- 
mission; John H. Bernhard of New Orleans, and A. M. 
Compton, of the Greater Davenport terminal project. 

TUGS FOR TERMINAL SERVICE. 

Two powerful steel tugs, one of them just built, will 
be put in commission by the Erie Railroad for use in 
terminal service in the Chicago River, the plan of gather- 
ing and delivering freight by water being introduced by 
the Erie. The plan is to handle freight cars on steel 
floats, gathering them from several stations on the Chicago 
River and delivering them to the main Erie terminal, and 
vice versa. It is planned to avoid switching cars through 
the different railroads to the point nearest the consignee 
and do away with the delays from switching through the 
congested sections of the city. 


CANNERS INVESTIGATE BOXES 





In an endeavor to save time and labor before under- 
taking some proposed co-operative experiments to deter- 
mine the strength of boxes of various kinds, the National 
Canners’ Association has sent to its members a series 
of questions regarding the kinds of lumber they have 
found best adapted to their use, and strongest for the 
containing of canned goods. 

The National Canners’ Association intends to en- 
deavor to get the results of the experience of its mem- 
bers in this respect, because of complaints received from 
the railroads and the retail distributors of canned goods 
regarding the boxes the packers use. 

It takes more than 55,000,000 boxes a year to carry 
the products of the canning and food preserving fac- 
tories. The cost of high-class lumber, it is argued, makes 
it necessary to use waste and lower grades of lumber 
for shooks. Even with this, the cutting has been made 
so thin, the association asserts, and the stock is so 


poor, that the boxes will not stand the ordinary handling 
necessary in hauling and transportation. The claims for 
damages to canned goods in transit have almost reached 
the point where the carriers will fix the specifications for 
the package. The point has already been reached, it is 
stated, where it has been found necessary to make ten- 
tative recommendations concerning the thickness of the 
parts of the boxes used. 


DON’TS FOR ELECTRIC USERS. 

The New York Edison Co. is sending out to users 
of the electric truck in that city cards containing in- 
formation with reference to the winter use of trucks 
which should prove of interest and of value to users 
of these machines everywhere. The card is headed, 
“Truck Don’ts for Winter.” 

Don’t try to accomplish as much in the snow as 
you have on clear asphalt. 

Don’t start out in the morning until you are satis- 
fled that your battery has been fully charged. 

Don’t try to push a drift ahead of you. Leave it 
for the snow contractor. 

Don’t sit still while the wheels go round in the 
slush. Have a box of sand and a kitchen coal shovel 
handy. Use sand liberally. It is cheaper than electricity. 

Don’t throw your power on full. Work it up gradu- 
ally, not forgetting the sand box. 

Don’t forget an anti-skid device. An improvised 
One may be made by looping three or four turns of a 
rope around your tires. 

Don’t forget that time may be gained by leaving 
your wagon at the corner and making side street deliv- 
eries on foot. 

Don’t let your truck stay out all night for want of a 
boost. The New York Edison Co. has 24 emergency 
charging stations in New York where your firm’s credit 
is good. 

Don’t lay this aside until you have learned its les- 
sons. 

On the reverse side of this card is given the loca- 
tion of each of the 24 emergency stations referred to, 
with its capacity in amperes. 


WOOD PACKAGE DISPLAY. 


At. the Forest Products Exposition, which opens in 
the Coliseum, at Chicago, April 30, and in the Grand 
Central Palace, New York, May 21, a display of wood 
package construction will be made by the National Box 
Manufacturers’ Association. Everything in the box line 
will be shown, from the smallest nailing compartment to 
the largest package case. 


COURT REFUSES TO REVIEW. 

The United States Supreme Court has refused to re- 
view the action of the Ohio federal courts in fining the 
Hocking Valley $42,000 for accepting unsecured notes from 
the Sunday Creek Coal Co., a coal shipper, for freight, 
while requiring secured notes from others. It also re- 
fused to review the $20,000 fine imposed on the coal com- 


pany. 
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The Square Deal Wins 
Us Many Friends 


A certain corporation pays out nearly $40,000 annually to have its ashes hauled 
away. We figured with them and admitted that we couldn’t save them a cent with 
G. V. Electrics or as yet any kind of motor truck. Peculiar operating conditions. 

Near Fall River we figured with a mill man who would have to pave his yard and 
strengthen a bridge to use a 5-ton G. V. truck to advantage. We told him that the 
repairs would cost more than the truck would save him for years. And we made a 
friend worth several sales. 





114 OF THESE G. V.’S ARE OPERATED BY THE AMERICAN EXPRESS 
COMPANY THROUGHOUT THE UNITED STATES 


The square deal pays. We have sent back the signed contract in several cases, 
because we found there was something better than our product for a particular pur- 
pose. That’s why we are on our 5th thousand of G. V. Electrics. 

No firm need hesitate to ask us about a difficult trucking or delivery problem, for 
we really do go about selling our product in a conscientious way. You owe it to your 
investment to be certain you have the best, for that means the cheapest. It means 
operating satisfaction, too. 

Catalogue No. 104 is full of ‘‘meaty’’ facts. Shall we send you a copy? 


GENERAL VEHICLE COMPANY, Inc. 


General Office and Factory 
© Long Island City, N. Y. € 
New York Chicago Boston Philadelphia 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 





THE TRAFFIC WORLD 


Conducted by 
CHARLES CONRADIS, 


General Counsel, The Traffic Service Bureau. 

In this department we shall answer simple questions relat- 
ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure hye | written answers to their inquiries by the pay- 
ment of a small fee, given on application. 

Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C 


Freight Consigned to Given Point and Reshipped. 

Oklahoma.—“My attention has been directed to opin- 
ion given on page 443, in Tue TRAFFIC WORLD, issue of 
February 28, in which the following statement is made: 
‘It is well settled that a shipper has the right to consign 
a shipment to a given point, pay the charges upon it, 
assume actual custody and take possession of the prop- 
erty, and later reship it to another point under rates 
lawfully applicable to such reshipment.’ Will you be 
kind enough to advise whether this statement is intended 
to cover shipment from an interstate point billed to a 
point in another state and a new bill of lading taken 
out at that point to be reshipped under the intrastate 
rates not on file with the Interstate Commerce Commis- 
sion? In making this query it is understood that all 
charges are paid at first destination and actual custody 
of the shipment taken by an agent of the shipper, the 
carrier’s agent having no part in the transaction. 

“The carriers in this section of the country are 
claiming that shippers have no right to handle their 
freight as indicated, it being their contention that a 
shipment which is known to have originated outside the 
state is interstate traffic, and an intervening possession 
and issuance of a new bill of lading cannot change its 
identity.” 

The fact that the shipment crosses a state line, while 
it undoubtedly stamps it as interstate commerce, it does 
not, however, deprive the shipper of his right to bill and 
ship his goods at the lowest available freight rate, It is 
well settled that goods are in interstate commerce when 
they have actually started in the course of transporta- 
tion to another state, or are delivered to a carrier for 
transportation. S. P. Terminal Co. vs. I. C. C., 219 U. S., 
498, and that a railroad whose road lies entirely within 
the limits of a single state becomes subject to the Act 
to regulate commerce by participating in a through move- 
ment of traffic from a point in another state to a point 
in the state within which it is located, although its own 
service is performed entirely within the latter state. 
Nollenberger vs. U. P. Railway Co. et al., 15 I. C. C., 595. 
But in determining whether a given shipment is inter- 
state commerce, or a certain company engaged in inter- 
state transportation, it makes no difference whether it 
issues through bills of lading; it is thé character of the 
service rendered, not the manner in which the goods 
are billed, which determines the interstate character of 
the service. U. S. vs. Union Stock Yard and T. Co., 226 
U. S., 286; Nixon-McClintock Co. vs. St. L., I. M. & S. 
Railway Co., 25 I. C. C., 8. So that, while any attempt 
on the part of a state commission to regulate rates that 
are a part of interstate commerce transportation rates 
is void, yet there is nothing in the United States Supreme 
Court decision that would abrogate or modify the Inter- 
state Commerce Commission’s ruling in effect holding 
that a shipper has the right to consign a shipment to a 
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given point, pay the charges upon it, assume custody 
and take possession of the property, and later reship 
it to another point under rates lawfully applicable to 
such reshipment. Wood Butter Co. vs. C. C. C. & St. L. 
Railway Co., 16 I. C. C., 374. 
* * * 
Sale of Unclaimed Perishable Freight. 

Minnesota.—“During November, 1913, we made some 
shipments of butter to various consignees at- Chicago via 
the A. B. Express Co. In due course of time consignees 
advised us that shipments had never been received, and 
we entered claims to the express company. After a 
time -we received money orders from the express com- 
pany for certain amounts, which they advised us were 
in settlement of the packages in question, but these set- 
tlements were a number of dollars less in each instance 
than the invoice price of the good. We entered a claim 
for the difference between what the butter should have 
brought, less transportation charge, and the amount the 
express company paid us, but they refuse to entertain 
these claims. Our contention is that the express com- 
pany had no right to sell any of our product without 
taking the matter up with us and asking for disposition, 
as the commodity was not of such perishable nature as 
to interfere with its keeping qualities in any way had 
it been allowed to remain in the express office for the 
short time necessary to take the matter up with us for 
disposition. Their contention is that they can sell any 
goods which are refused, and that the only settlement 
they have to make is whatever they can get for the goods 
in question. The butter was less than twenty-four hours 
old when they made the sale and the price they remitted 
Was several cents below any market quotations in Chi- 
cago or market quotations for butter anywhere in the 
United States.” 

Many states have provided for the sale of perishable 
property, unclaimed at destination or refused by con- 
signee. The manner in which such sale may be con- 
ducted varies in the different states. In some states 
the carriers may, in the exercise of a reasonable dis- 
cretion, sell the same at public or private sale without 
advertising; in other states the sale must be by court 
authority, and in accordance with conditions therein im- 
posed; in others, the sale can be made only by giving 
as much as 10 days’ notice thereof, while in a few others 
the sale is authorized without any notice and in such 
manner and upon the best terms that can be obtained 
in the discretion of the carriers. 

If, therefore, the sale of the shipment in question 
was made in strict compliance with the law of the state 
in which the goods were sold, and they were of a per- 
ishable nature, and might be presumed, in the exercise 
of a sound judgment, to decay and be lost to the owner 
if stored, and the proceeds of the sale, after deducting 
the cost thereof and express charges, paid to the owner, 
it would seem that the owner would have no further 


claims against the express company. 
7” * + 


Liability of Carrier for Delay in Return Shipments. 
INlinois.—“About a year ago we made a number of 
shipments consigned to various customers in the Republic 
of Mexico which were held at the border line at all ports 
of entry, such as Nogales, Ariz.; El Paso, Tex.; Eagle 


Pass, Tex.; Laredo, Tex., and Brownsville, Tex., owing 
to the interruption of traffic on the lines in Mexico, 
and, after some delay, we instructed the initial lines to 
return the merchandise to us. All of the shipments were 
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The manufacture of 


Fibre and Cor- 
rugated Cases 


- depends largely upon the 
y source of supply of the 
ss eet fibre board. The actual 
- making of the cases may 
be perfect, but if the fibre 
board is not of the best, the 
result will be a failure. 
We were compelled to 
install our own paper ma- 
chine (which is located in 
the same building with our 
box plant) in order to pro- 
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The winders on paper mill in Milwaukee cure the best fibre board 

that could be made. For 

this reason we can guarantee you the best of guality—always uniform, as all of 
our product is made the same, in one mill. We can render you the best of service 
as we have the facilities for making boxes from pulp to the finished product. 


HUMMEL & DOWNING CO., Milwaukee, Wis. 



















RATES AND WEIGHT 


It has been the fashion in years gone by to put the emphasis, in railroad bookkeeping, on 
rates and classification, and assume that weights were correct. Happily, carriers are 
waking up to the fact that weighing facilities need some attention. Many of them are 
improving their weighing equipment by the use of the 


STREETER-AMET AUTOMATIC WEIGHT RECORDER 


in connection with their railway track scales. That puts the matter of weights in the 
best possible position, for the Recorder doesn’t make mistakes in transcribing weights. 


The Streeter-Amet Weighing and Recording Co., Hartford Bldg., Chicago 




















TANK CARS 


We Lease All Steel Modern Tank Cars to Shippers of Liquid Freight 
TERMS REASONABLE 


KEITH CAR COMPANY 


Peoples Gas Building CHICAGO, ILL. 





As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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returned promptly except about eight or ten that had 
been routed via A. B. Ry. Co. We instructed this com- 
pany to return these eight or ten shipments on July 
2, and it was not until about the middle of November 
that they were received by us. On receipt of the goods 
we filed claim against the railroad company for what 
we considered a fair amount in each instance, basing 
our claim upon the depreciation of the value of the goods 
between the time they were received and when they 
should have been received by us had the matter been 
handled expeditiously.” 

When goods accepted for transportation are con- 
signed to a point in a country in which an insurrection 
or rebellion exists, and to proceed to destination would 
subject them to seizure and confiscation, the carrier will 
be justified in refusing to proceed further on the journey 
and excused from an immediate performance of the con- 
tract of carriage. But, while such obstructions will excuse 
delay in the carriage of the goods, they do not put an 
end to the contract to carry, and, when removed, the 
carrier must proceed to complete the performance of 
its contract without further delay, or exercise due care 
and diligence in returning them to the shipper when 
so directed. The burden of proof is on the carrier to 
show that it exercised due care in returning the goods 
within a reasonable time after receiving instructions to 
do so, and the question as to what was a reasonable time 
is for the jury to determine. 

cd * os 
Commission Has Exclusive Control Over Demurrage 
Charges. 

North Carolina—‘“We recently made a carload ship- 
ment from a point in North Carolina to a point in Vir- 
ginia, which was refused by consignee. The railroad 
failed to notify us of this refusal, and when we acci- 
dentally learned that the car was on hand $36 demurrage 
had accrued. The rules of the Virginia corporation com- 
mission provide that if a shipment is refused by con- 
signee, the carrier shall notify the consignor within a 
reasonable time of such refusal. I understand that the 
Commission has ruled on cases of this kind, but I am 
unable to locate a ruling covering. Please advise, through 
THE TRAFFIC WORLD, if the carrier is liable for the de 
murrage collected on this shipment.” 

The duty of regulating demurrage is lodged with the 
Interstate Commerce Commission, Peale, Peacock & Kerr 
vs. C. R. R. Co. of N. J., 18 I. C. C., 25. A state statute 
which prescribes demurrage rules that conflict with de- 
murrage charges published and filed with the Interstate 
Commerce Commission is void, in so far as it affects 
interstate shipments, inasmuch as original jurisdiction 
with respect thereto is vested in the Interstate Com- 
merce Commission. Erie R. R. Co. vs. Wanague Lumber 
Co., 75 N. J. L., 878. Congress having legislated upon 
the matter of delivery of cars, etc., a statute of Minne- 
sota covering reciprocal demurrage is of no effect. C. R. 
I. & P. Ry. Co. vs. Hardwick Farmers’ Elevator Co., 
226 U. S., 426 [The Traffic World, Jan. 18, 1913, p. 166, 
et seq.]. Rule 4 (a) of the Uniform Demurrage Code 
provides that “consignee shall be notified by carrier’s 
agent in writing, or as otherwise agreed to by carrier 
and consignee, within 24 hours after arrival of cars and 
billing at destination, such notice to contain point of 
shipment, car initial,” etc. There is no provision in 
such code requiring the carrier to notify the consignor 
of Such arrival in the event that the consignee refuses 
to accept the shipment, and the Commission held, in 
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the case of Alexandria vs. Southern Railway Co., 25 
I. C. C. 32, that demurrage charge was properly assessed 
where notice was sent to the consignee named in the 
bill of lading, and, there being no proof of an agreement 
on the part of the carrier to notify the consignor of the 
arrival of a shipment consigned to another party. 


DIGEST OF NEW COMPLaiNTS 


No. 6552, Sub. 4. Midland Lumber and Coal Co., Minneapolis, 
Minn., vs. M. St. P. & S. S. M. Ry. et al. 

Against rates on hard and soft coal in Minnesota, which are 
in excess of the intrastate rates. Cease and desist order and 
the establishment of rates not in excess of the mileage basis, 
or such other rates as the Commission may deem to be just 
and reasonable, and reparation demanded. 

No. 6552, Sub. 5. Interior Lumber Co., Bird Island, Minn., vs. 
C. M. & St. P. et al. 

Same as Sub. No. 4. 

a — 6. Skewis Grain Co., Currie, Minn., vs. C. St. P 

. & O. 

Same as Sub. No. 4. 

No. 678. New England Pulp and Paper Traffic Assn. vs. Bos- 
ton & Maine et al. 

Unreasonable and discriminatory rates on enameled, glazed 
and surface-coated printing papers from points in Maine, New 
Hampshire, Massachusetts and Rhode Island to C. F. A. ter- 
ritory. Reasonable and non-discriminatory rates and repara- 
tion demanded. 

No. 6786. Grand Trunk Western. “In the Matter of the Control 
of Carriers by Water by Railroad Carriers,’’ with reference 
to its interest in the Grand Trunk Car Ferry Co. 

No. 6787. Tucker Wood-Works Co., Little Falls, N. Y., vs. L. 

S. & M. S. et al. 

Against a rate of one and one-half times first class on 
wooden motor cycle rims, C. L. and L. C. L., between Fort 
Wayne, Ind., Sydney, O., and Little Falls, N. Y., as unreason- 

able and unjust. Just and reasonable rate and reparation 
demanded. 

No. 6788. Superior Mfg. Co., Superior, Wis., vs. M. St. P. & 
8S. S. M. 

Excessive class rates between Wisconsin and Minnesota 

points. Reasonable rates and reparation demanded. 

No. 6789. Monongahela River Consolidated Coal and Coke Co 
vs. Union R. R. et al. 

Against the cancellation of the through rates on coal from 
the ‘‘Risher’’ mine, Mifflin Township, Pa., adding a burden of 
15c per ton to the cost of transportation, thus leading to rates 





which are unjustly discriminatory and unreasonable. Ask for 
the restoration of the parity of rates enjoyed previous to 
April 1, 1914. 


No. 6790. Peden Iron and Steel Co., Houston, Tex., vs. Southern 
Pacific et al. : 

Unjust and extortionate rates on shipments of picks and 
mattocks between New York and San Antonio, Tex. Just 
and reasonable rates and reparation demanded. . 

No. 6788, Sub. No. 1. Superior (Wis.) Mfg. Co. vs. North- 

ern Pacific. Alleges unjust and unreasonable class rates as 
applied to shipments of lime, cement and plaster, Superior to 


Minnesota points. Reparation asked to the present basis of 


rate. 


MINOR UNREPORTED OPINIONS 


No. A557, Case 6003. J. A. Shipp & Son et al. vs. L. & N 
R. R. Co. et al. Decided April 7, 1914. Rate of 37c per 100 Ibs 
for the transportation of cross ties from Spurlington and Camp- 
bellsville, Ky., to Cincinnati, O., unreasonable, and reparatior 


awarded in the sum of $311.04. 





A CORRECTION. 
Editor THe TRAFFIC WORLD: 

In Volume 13, No. 12, page 550, of your issue of 
date March 21, 1914, we must call your attention to th: 
notice in the first column of that page, third paragraph, 
under the heading, “Rebate Cases in Court,’ where you 
state that the Grand Trunk “pleaded guilty and paid 
a fine of $5,000 on an indictment based,” etc. As a matter 
of fact, there were two cases pending against the Grand 
Trunk at that time. The Grand Trunk did not plea 
guilty in either case, but entered a very different plea 
namely, nolo contendere, and paid a fine in the alleged 
conspiracy case of $2,000, and in the case of alleged 
rebates, $3,000, both fines being less than the cost of 
prosecuting the cases to the court of last resort.. We 
should be glad to have you correct this error. 

Kretzinger & Kretzinger. 

Chicago, April 21, 1914. 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 


Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 


John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 


Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 
mission; Counselor at Law 
Suite 956 First National Bank Bldg., 
Chicago, IIl. 





Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bidg., Cleveland, Ohio 








Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 











H. Earliton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Blidg., 
Washington, D. C. 











H. R. Small 


Practices before the Interstate Commerce 
Commission 


1605-14 Pierce Blidg., St. Louis, Mo. 





Watson & 
Attorneys at Law. Specialists in Interstate Com- 
merce 


B. G. Dahlberg 


Commerce Expert. 
Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 





Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. EB. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 


Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 
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CARRIERS’ ANNOUNCEMENTS 


Cc. & N. W. CAMP SITES. 

The Chicago & Northwestern Railway has received 
advice from the Wisconsin State Board of Forestry that 
it is now in a position to lease desirable lots for camp 
and cottage sites to summer campers on the shores of 
lakes within the state forest reserve along the Chicago 
& Northwestern Railway. Anyone who would like to 
spend the summer in the forest reserve can secure a 
site for the tent or temporary structure upon the pay- 
ment of $2 for an individual and $5 for a family. The 
reserve area, especially in Vilas County and a part of 
Oneida County, includes hundreds of beautiful lakes 
around which the state owns many of the most desirable 
lots. Five acres or more will be leased to any indi- 
vidual or club, for from one to twenty years as sites 
for summer camps or cottages at an annual rental of 
from $10 to $50. Sites can be had either adjacent to 
the Chicago & Northwestern Railway, or somewhat re- 
moved therefrom in the virgin forests. Applicants for 
leases should state whether they desire a site for a 
family outing or simply for hunting and fishing. Detailed 
information as to any particular lake or camp, cottage 
or tenting site will be furnished upon application, by the 
board. 


VOICE CONTROL IN RAILROADING. | 

Proper voice control as a feature of successful rail- 
roading is to be cultivated by the Chicago Great West- 
ern Railroad. A uniform system of answering the tele- 
phone, which is to be used at all stations and in all 
Offices along the line, has been originated by the traffic 
department, and an official notice is being mailed from 
the Chicago general offices, signed by A. L. Craig, gen- 
eral passenger agent, and Oscar Townsend, general 
freight agent. It dwells on the belief that when thor- 
oughly established this mew feature of the service not 
only will tend to greater efficiency, but will increase the 
reputation of the company for courtesy. 





PENNSYLVANIA SHAREHOLDERS. 

Compilations just completed show that the Pennsyl- 
vania Railroad Co. had, on April 1, exactly 89,602 share- 
holders, who held an average of 111.44 shares. This is 
the largest number of shareholders the Pennsylvania has 
ever had, and an increase of 12,756, as compared with 
April 1, 1913, while the average holdings have decreased 
6.69 shares compared with last year. 


AUTOMATIC PARCEL CHECKING. 


The Chicago & Northwestern Railway has placed in 
us: automatic coin-controlled parcel checking lockers, in 
the waiting rooms in a number of its important stations. 
These steel cabinets are of various sizes, and the device 
is sanitary and convenient, enabling passengers to check 
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their own hand baggage and take it out of the locker 
without a moment’s delay. Preliminary tests of the cab- 
inets indicate that they are liberally patronized by patrons. 
The principal benefits offered by the new system are 
instantaneous service and safety. 


CORN RATES REDUCED. 


Announcement has been made by the traffic depart- 
ment of the New York Produce Exchange that the New 
York Central has fallen in line with the New Haven 
and reduced rates on Argentine corn, the reduction to go 
into effect May 1, and to include the Central, West Shore 
and Boston & Albany lines. It is stated that the Erie 
has prepared a new schedule to go into effect early in 
May, and that the Lackawanna may follow suit. 


POSITIONS WANTED OR OPEN 


TRAFFIC MANAGER—With railroad, industrial or 
commercial company. Age 39, married, competent and 
reliable. Nineteen years railroad experience, of which 
fourteen years with th Louisville & Nashville. Well 
versed in Interstate Commerce regulations. At present 
traffic manager and auditor of small steam railroad, 
having full charge of operations. My railroad experi- 
ence hs made me capable of holding most any position 
in operating, traffic or accounting railroad departments. 
My reason for making a change, is better schools for 
my children. Address K. M. R. 99, The Traffic World, 
Chicago, Il. 
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TRAFFIC MANAGER—Practical rate man, having had 
considerable experience in revising, billing, applying rates 
and preparation of rate data for hearings. Ten years’ of 
experience in both local and general offices, occupying 
positions as Chief Claim Clerk, Accountant, and Traveling 
Auditor. Best references; address J. R. 31, Traffic World, 
Chicago, III. 
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EXPERT RATE AND CLAIM MAN, at present Au- 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest in- 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, Ill. 





TRAFFIC MANAGER—Age 34, single, steady and 
reliable. Nine years in local freight office and freight 
claim department of Michigan Central Ry., Detroit. 
Tour years in commercial traffic work. My experience 
covers every detail of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting 
office system, correspondence and movement of carload 
and less-than-carload business. Policy: aggressive, yet 
courteous; every detail of traffic work started right 
and kept there. At present traffic manager for a 
large mail-order furniture manufacturing concern. 3 
am seeking a larger field and would prefer a Detroit, 
Chicago or New York position. Address Traffic World, 
L. N. 217. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 

We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 


Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc... 
Huguenot Express Co. Buffalo Storage & Carting Ce. 


NEW YORK, N. Y. BUFFALO, N. Y. 
624 West Thirty-sixth St. Phome 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 


of town a specialty; up-to-date facilities for storage 
and distribution. 





























360-366 Seneca St. ‘‘Unsurpassed facilities” for stor- 


ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 





Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Judson Freight Forwarding Co., Inc. 


CHICAGO . 443 Marquette Bulliding. 
ST. LOUIS . 1501 Wright Building. 

Carload distribution to all railroads at Chicago and St. 
Louis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 
Pacific Coast points. 




























Import and export freight contractors, tramsfer and 
reshipping agents, cusf6m house brokers. Bonded and 
free warehouses. 


Terminal Storage & Transfer Company, Inc. Wiesenfeld Warehouse Co. 


U. 8. Bonded Transfer Mobile, Alabama ae eee 

STORAGE, DISTRIBUTING AND REFORWARDING 
In heart of business district. On both rail and water. 
Prompt attention to all shipments, large or smail. 


Forwarding Agents and Distributors of Carload freight. 
Modern Storage Warehouses with track connections. 










Bash Storage Company Pearce Forwarding Company 











_ Unsurpassed facilities for storing, handling, trans- GALVESTON, TEXAS 

ferring and forwarding goods; ample cold storage plant in 

Sa, if —_ bi ar — eae, Cane Bienes. Prompt service, courteous treatment, warehouse- 
wo private switches connect plant with all roads. Give wen 44 ‘ actors acks 

estimated amount of space required and kind of goods. men and drayage contractors. Package cars operated 
Ft. Wayne has thirteen railroads, interurban and steam to southwestern points at reduced rates. 

Second city of Indiana. 


Savannah Bonded Warehouse and Transfer Co. 
SAVANNAH, GA. 








WE CAN RECONSIGN 


CUSTOM 


AND STORE ANYTHING 
HOUSE BROKERS. 
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: Pres., Cincinnati, O.; R. S. French, 

The National Industrial Traffic League. Officers. Business Manager, 202-204 Franklin St., 

Object—The object of this league is New York , 

to interchange ideas concerning traffic S.  G WRROOM. ... 2 caktabkbanstaens President F 

matters. to co-operate with the Inter- Commissioner, Transportation Bureau of 

state Commerce Commission, state rali- Commercial Club, Kansas City, Mo. Northern Pine Manufacturers’ Associa- 

road commissions and transportation J. ery digo neh wen ee eee ae eee tion. H. S. Childs, Secy., Minneapolis. 

‘omparies in promoting and securing ommissioner, Freight and Traffic i- ’ pers’ 

better understanding by the public and vision Chamber of Commerce, Indian- ee ae es = a in- 

the state and national governments of apolis, Ind. dustries located at Sterling and Rock 

the needs of the traffic world; to secure Oscar F. Bell ........ Secretary-Treasurer Falls. Ill. W. P. Benson. President: H. 

proper legislation where deemed neces- T. M. Crane Co., 836 South Michigan H. Wood, Vice-President: W. J. Bur- 

sary, and the modification of present Ave., Chicago, Il. leigh. Secretary-Treasurer; W. E. Long 

‘aws where considered harmful to the David P. Chindblom...... Asst. Secretary Traffic Manager. F 

free interchange of commerce; with the 5 North La Salle St., Chicago. 

view to advance fair dealing and to 

promote, conserve and protect the com- yee a The Memphis Freight Bureau. L R. 

mercial and transportation interests. National Implement and Vehicle Associa- Donelson, Pres.; W. G. Thomas, Vice- 
Headquarters, Tacoma Bldg., 5 North tion. W. J. Evans, Freight Traf. Mer., Pres.: James 8S. Davant, Commissioner, 

La Salle St., Chicago. American Trust Bldg., Chicago, Il. Memphis, Tenn. 





As a Friend of THE TRAFFIC WORLD, please Mention the paper In writing to advertisers. 





THE TRAFFIC WORLD 





REVISED AND REPRINTED 


In Two Volumes 


Barnes on Interstate Transportation 





























SUBJECTS SUBJECTS 


Interstate Com- INTERSTATE INTERSTATE Discriminations, 
merce Commis- ee . 
AWS a He vu MNT) UE CU CIN Rebates, 


sion. 

Classification . of Transportation of 
Freight. Explosives. 

Freight Rates and 
Charges. 

Long and Short 
Haul. 

Bills of Lading. 

Car Shortage. 

Refrigerators and 
Ventilation. 

Transit Privi- 
leges. 

Terminal  Facili- 
ties. 

Demurrage or 
“Car Service.” 

Carriers’  Liabil- 
ity. 

Free and Reduced 
Rate Transpor- 
tation. 

Allowances by 
Carriers. 

Switch Connec- 
tions. 

Embargoes. 


AIBA Ty Va BS 


Passenger Rates. 


Contracts Be 
tween Common 
Carriers. 


Car per diem 
Charge. 


Pooling Con- 
tracts. 


Accounts. 


Commodities 
Clause. 


Hours of Service 
Law. 


Employer’s Lia- 
bility. 

Sherman Anti- 
Trust Law. 

‘Government Aid. 


Penalties and 
Forfeitures. 

















Written From Both A Legal and A Practical Point of View 
DELIVERED PRICE $7.50 


THE TRAFFIC SERVICE BUREAU 
CHICAGO 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 








